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DIESEL RAILWAY TRACTION SUPPLEMENT 

October issue of THE RatLway GaAZzeETTE Supplement, 
llustrating and describing developments in Diesel Railway 
Traction, is now ready, price 1s. 





TO CALLERS 


Until further notice our office hours are: 
9.30 a.m, till 5.30 p.m. 
The office is closed on Saturdays 


AND TELEPHONERS 


Mondays to Fridays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
tt is no longer possible for us to answer enquiries involving 
reseavch, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Demobilisation of War Taxes 


HE Taxation Committee of the Federation of British Industries 
has drawn up a report which has been adopted by the Grand 
Council, and has been forwarded to the Chancellor of the Exchequer. 
It urges that in deciding the priority in which existing taxes should 
be abolished or reduced, the over-riding principle to be followed 
should be that production is now the greatest national interest. 
Therefore, those taxes should be dealt with first which experience 
shows to act as the gravest deterrents to productive enterprise. 
Those taxes which increase the costs of production and the cost of 
living should go next, and the last reduction should be in those 
taxes which are selected to be retained as the main sources of 
permanent revenue because they least impede the productivity of 
the nation. A reasonable order of priority would appear to indicate 
that the first cancellation should be those taxes which constitute 
forced loans which the State is pledged to repay. These cover 
the reduction of the personal taxation allowance and the difference 
between 80 per cent. and 100 per cent. Excess Profits Tax. 


* a * . 


Excess Profits Tax 

The Excess Profits Tax, it is urged, should be repealed at an 
early date because it encourages waste and creates inequalities 
which have no relation to efficiency. A tax which falls only on the 
excess profits over a capricious standard is contrary to all motives 
which should govern business activity. The National Defence 
Contribution should be repealed simultaneously with the Excess 
Profits Tax as it is a small tax on income which falls on the owners 
of the equities in business, and therefore constitutes a selective tax 
on risk taking. It is suggested that the purchase tax should be 
reduced as goods become more readily available. As different 
classes of goods may become readily obtainable at different times, 
the abolition of the tax may have to be selective. In the sense 
that it enters directly into the cost of living and increases the cost 
of production, it is a tax on productive activity. The present high 
rate of income tax is a deterrent to enterprise, and in many indi- 
vidual cases it has been a bar to further effort when a desired level 
of income has been reached. Moreover, it makes it difficult for 
concerns in industries not required for war purposes, to start their 
peace-time activities on a sound financial basis. 


* * * * 


Mr. Graff Baker on Rolling Stock Design 


In his Presidential Address delivered by Mr. W. S. Graff Baker 
before the Institution of Mechanical Engineers on the inaugura 
ion of his second term of office on September 26, developed 
some of the subjects on which he touched last year, particularly 
the measures which mechanical engineers have to consider in the 
design and equipment of rolling stock to counter the effects oi 
the blows struck on the rail joints by the wheels of a train, and 
gave an account of some developments in bogie truck and axle- 
box construction which have taken place in America. Consider 
ible aittention was directed to the wear and noise caused by the 
yperation of the brake rigging on passenger vehicles which 
American mechanical engineers are seeking to eliminate by using 
a disc brake on the axle engaged by non-metallic shoes actuated 
by an air cylinder built into ‘the assembly. Mr. Graff Baker 
gave a survey of the present wide choice in the selection of new 
types of constructional material, oni as aluminium and Stain- 
less steel, which were now available for coach building; he also 
lealt at length with the electzic-ligh'ting problem and suggested 
various methods of overcoming the inherent difficulties in adopt- 
ing the fluorescent tube in rolling stock. In his conclusion the 
President emphasised tha't in America and on the Continent of 
Europe there was a large amount of rolling stock to be built 
ind that the engineers there would not be content to build to 
old models or with stereotyped materials. He hoped that the 
remarks he had made would stimulate responsible authorities in 
this country to adopt progressive methods. 


* * * * 


Age and Remuneration of Directors 


Some weeks ago we made a brief reference to the report of the 
Cohen Committee on Company Law Amendment and its recom- 
mendations with regard to directors. This was published 
as a matter of general interest, since the report has no direct bearing 
on statutory undertakings such as railway companies and has 
no legal force. The age limit for, and the remuneration of, directors 
have been, however, a favourite subject of late years for certain 
speakers at the annual railway meetings. Paragraph 131 of the 
report recommends. in effect, that where no age limit is fixed by the 
articles of association a director should retire at the annual general 
meeting next after he attains the age of 70, subject, however, to 
the passing of a special resolution to retain his services after that 
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age. As to directors’ remuneration, the report recommends for 
limited liability companies what is the general practice in the 
statutory reports of railway companies, namely, to give the total 
remuneration without specifying the amounts to individual com- 
panies. The Railway Stockholder has stated that stockholders 
might well exercise more influence in choosing their directors, 
but this does not justify wild inaccuracies regarding the age and 
activities of the railway boards or ill-informed comments on the 
fees they receive. In 1945, there were 85 of them, charged with the 
care of £1,100 million of public investments, and their fees totalled 
£89,900 a year, an average of just over £1,000. It was estimated 
by the Cohen Committee that an average director’s fee in British 
business was 2s. 6d. for every £1 of issued capital. The fees paid 
to the 85 railway directors represent no more than 2d. for every 
£100 of capital. 
* « * * 


Derailment of Perth-London Express. L.M.S.R. 


Shortly after 9 o’clock on Sunday morning last, the 8.20 p.m 
passenger train from Perth to Euston was derailed at Bourne End, 
near Hemel Hempstead. It seems that the engine left the rails 
it the crossover and plunged down the embankment. Comment 
on the accident obviously must be withheld until the detailed 
report of the Ministry of War Transport Inspecting Officer is made 
known, but superficially, at least, it would appear to have certain 
points of resemblance with the accident which occurred on March 22, 
1931—also a Sunday—at Leighton Buzzard, although in that case 
the results were far less serious. It is particularly unfortunate 
that an accident of this kind should have occurred almost coinci- 
dently with the introduction of the improved train services which 
operate from Monday morning last. Lt.-Colonel Sir Alan Mount 
Chief Inspecting Officer for Railways, was to open his enquiry 
into the accident yesterday (Thursday). The latest reports put 
the number of deaths at 39 and of injured at 98. Deaths on the 
road during the month of July were 444. Air-raids on this 
country during the war killed 60,585 


* * « * 


Mutual Understanding in Business 

We report in our columns this week a summary of an address 
given by Mr. W. H. Vine, Assistant District Manager 
london), L.M.S.R., on Transport, before members of 
the Office Management Association. This was the first of a series 
of meetings zrrenged by the Association for the purpose of 
enabling members of transport, commercial, and industrial under 
takings to exchange views and thus arrive at a better under 
standing of each other’s problems, and by personal contact t 
smooth out difficulties which arise in their respective spheres 0 
operation The results of the first meeting were satisfactory; 
those who are sponsoring this scheme have acted wisely in giving 
the subject of transport first place in the syllabus, and for 
recognition of the cardinal fact that the smooth working of 
highly-civilised communities with a dense population depends on 
an up-to-date and efficient transport system. In the discussion 
after Mr. Vine’s address, the L.M.S.R. representatives replied to 
many questions and points raised by the members of the other 
large business organisations present, and an atmosphere of 
mutual sympathy and understanding of each other’s circum 
stances was created. 


Goods 


Goods 


Return of the T.P.O. 


One of the important railway facilities which disappeared on the 
sutbreak of war was the travelling post office. Lineside apparatus 
for the exchange of mail bags at speed was put out of use, but 
vehicles continued to run as travelling sorting offices until 
September 22, 1940, with the exception of the gap. between 
December 17 and 27, 1939, when sorting carriages were withdrawn 
during the Christmas pressure period. When attention was directed 
to the withdrawal of travelling sorting offices, by a Question in 
the House of Commons, the reply indicated that under the then- 
prevailing conditions most of the usefulness of sorting work on 
trains had been lost by the impossibility of maintaining that 
regularity of running which is essential for the satisfactory work- 
ing of the closely-linked network of cross-country railway services 
which comprises the normal travelling post office facility. Just 
before the war, the whole of Great Britain was covered by a net 
vork of more than 70 T.P.Os. Their total annual mileage was 
nearly 4,000,000, and the number of postal items dealt with every 
year exceeded 500,000,000 Some 500 men of the Post Office 
were engaged daily in sorting this huge mail while travelling at 
speed. After the withdrawal of travelling sorting offices in 1940 
stowage vans continued to run on all mail trains, and the famous 
up and down Postal between London and Aberdeen was main- 
tained as a train of stowage vans. T.P.Os. have now been re- 
sumed, with the reinstatement on October 1 of those between 
Euston and Aberdeen, and between Paddington and Penzance. 
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Asking the Public 


The Gallup poll system of obtaining a cross section of publi 
opinion on subjects of national importance has long since beep 
an established feature of democratic high civilisation on both 
sides of the Atlantic, and an interesting development of this method 
recently has been applied to ascertain the views and requirements 
of railway passengers on post-war travel. The initiative in this 
welcome new departure in this country and America appears to 
have been taken by the London & North Eastern Railway and 
New York Central system, respectively: the method adopted 
by these two companies is the distribution amongst their patrons 
of a brochure containing alternative leading questions wit! appro- 
priate illustrations which enable the interrogated to picture the 
particular phase of railway travel they are requested to consider 
and adjudicate upon. We have, on page 340 of this issue, given a 
resumé of the contents of both brochures with reproductions of 
some of the typical pictorial questions. This method of testing thy 
opinions of railway passengers might be extended 

* * . as 
Coal and the American Railways 

As in Great Britain, the prosperity of not a few railways in 
the United States rests in considerable measure upon the Carriage 
of coal. In 1943 the Class 1 railways of the U.S.A. carrie; 
774,000,000 tons of bituminous coal, and this formed roughly 
one-quarter of the total tonnage of freight hauled during th 
year. The revenue ot $906,000,000 derived from the movement 
of coal was a little over one-eighth of the gross freight revenue 
The railways themselves are among the mostimportant purchasers 
and users of coal in the United States. In 1944 the Class 1 rail- 


ways, including switching and terminal companies, consume 
123,676,000 tons for locomotive purposes,. an amount which 
was 21 per cent. of the total consumption of bituminous coa! 


and 19 per cent. of the total coal production, bituminous and 
anthracite, including bunker and export coal. In these circum- 
stances, it is hardly surprising that the rapidly increasing popv- 
larity of diesel propulsion on American railways should be caus- 
ing concern in the bituminous coalfields. The work done by 
diesels in 1944 would have reduced the locomotive coal con- 
sumption by an estimated total of 12,400,000 tons; the reduction 
in 1945 should reach 18,000,000 tons 
* * . * 

Valuing a Railway System 

In preparation for the needs of the future, and to comply with 
new methods of depreciation accounting laid down by the Inter- 
state Commerce Commission, the Illinois Central System com- 
pleted some time ago a detailed survey of the whole of its lines, 
with a view to the elimination of all property for the use of which 
adequate economic justification could no longer be found. Survey 
parties were organised on each division, and were accompanied by 
representatives from the Chief Engineer’s office; and a special joint 
organisation was set up, composed of representatives of the 
accounting and engineering departments, to handle the large 
amount of accounting work required. As a result, in 1942 a three- 
year programme was drawn up during which 3,300 items of pro- 
perty, comprising every structure and every length of track not 
essential to present or future operation, and with a total value of 
$13,000,000, were dispensed with, and provided much recovered 
material for use elsewhere. Seven unprofitable branch lines, with 
154 miles of running tracks and 13 miles of sidings, with I.C.C. 
sanction were closed down. On more than 2,200 miles of Illinois 
Central lines, passenger service had been withdrawn in 1941 and 
1942, and numerous stations still possessed two-storey buildings 
with living quarters no longer occupied 

* * * - 

The American Passenger Car Position 

Before the Japanese capitulation, the War Production Board 
of the United States, brought at length to a full realisation of 
the acute difficulties of the railways in handling the enormous 
increase in their passenger traffic, had granted an AA-2 priority 
rating—the highest category but that reserved for the most urgent 
military materials—for materials and components required in the 
construction of passenger rolling stock. An increase in the rail- 
way coach-building programmes approved by the W.P.B. also 
brought the total number of orders now on the builders’ books, 
including vehicles already under construction, to 664. Because 
of the priority previously granted for the building of 1,200 troop 
sleeping cars and 400 troop kitchen cars, all to be completed by 
December, however, the cars to be completed to individual rail- 
way orders were not expected to exceed 97 by the end of the year, 
followed by the remaining 567 from January to May inclusive 
next year. The 2,264 new cars were expected to increase aggre- 
gate transport capacity by about 1,000 million passenger miles 
a quarter, which is far from meeting the estimated increase 
passenger journeys from 23,412 million miles in the last quarter 
of 1943, after the last new passenger stock had been put into 
service in the U.S.A., to 26,924 million miles in the second quarter 
of 1946, a total completely without precedent. 
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New Zealand, Extends C.T.C. Working 


For some years the New Zealand Government Railways have 
been steadily extending the use of power and automatic signalling. 
Sjonal engineering for some time made slow progress in the Dominion 
and as late as 1900 there was little to be seen. The first complete 


ul installation was completed in the next year and there- 


mecha! si 
eress was continuous. Originally methods accepted as the 


after p! ; 
best practice in this country—including lock-and-block and tablet 
working——were adopted, but about 25 years ago automatic signalling 


made appearance, at first on double and then on single lines, in 
”’ control, 


the latter case using the well-known “ absolute-permissive 

slightly modified Improvements were also introduced into the 
earlier stallations and track circuiting was added to them in 
places. Electro-pneumatic power working appeared about 1908, 
then all-electric, and at length some relay interlocking. Auto- 
mati enalling combined with automatic-point operation was 


introduced on the busy Wellington-Johnsonville section in 1938. 
[his was described in our issue for July 4, 1941 In the present 
issue Signal & Electrical Engineer, Mr. G. W. Wyles, gives an 
count of what has been done in applying centralised traffic 
trol where conditions have enabled it to bring appreciable 
advantages. The apparatus, supplied from this country, has 
functioned most satisfactorily and it is intended to equip further 
sections with it in the near future. 


7 


Power Signalling at Neuchatel 

An article in the Bulletin of the Swiss Federal Railways, by Mon- 
sieur C. Desponds, Di*isional Signal Superintendent at Lausanne, 
lescribing the power-signalling installation at Neuchatel, shows 
how, side by side with electrification, the most modern practice 
in all-electric signalling is being applied in Switzerland and adapted 


to the principles of traffic working long established there. The 
installation comprises a controlling frame or “' poste directeur ,”’ 
from which the stationmaster’s traffic deputy or “‘ chef de service,” 


regulates all movements in the area, and two signal boxes, one 
ontrolling the passenger station, the other the goods yard and 
the connecting lines. These boxes have multiple-row frames, of 
the type used at Zurich and illustrated in our issue for February 4, 
1938. It is of particular interest that independent shunting signals 
have been adopted and have proved most satisfactory, in addition 
to the usual Swiss arrangement of trailable points, point indicators, 
and stop-shunting signals. All running signals are colour lights. 
[rack circuits have been applied on a scale hitherto not seen at 


iny Swiss station, but certain sections of track, including the 


block section from Vauseyon, on the La Chaux de Fonds line, 


uipped with steel sleepers, have axle counter control. 


ed 
jt 


* * * 7. 


The First Post-War Timetables 


(CONSIDERABLE interest attaches to the new timetables which 

came into force on Monday last, October 1, as they are 
the first to be brought into operation in full peace conditions 
Left by the Ministry of War Transport to make their train ser- 
vice arrangements in accordance with their present resources 
ff rolling stock and personnel, the foug main-line railways have 
introduced services that differ widely in the scope and extent 
On the London & North Eastern Rail- 
Kings Cross, York, Newcastle, 
Bradford service, are 


f the facilities offered 
vay the accelerations between 
ind Edinburgh, and on the London—Leeds 
ilmost revolutionary as a change made at one single timetable 
revision; the Great Western Railway has accelerated most of its 
ig-distance trains by from 5 to 15 min.; the London, Midland 


ng 


ttish Railway, apart from one or two trains, as yet has 
ade no cuts in times. In the number of additional trains, the 
Southern Railway takes the lead, but these are principally in 
relatively short-distance electric services, such as the restoration 
f hourly 60-min. non-stop trains between Victoria and Brighton; 
is regards long-distance trains, it is probably the G.W.R. that 
has done most, in the past six months, to restore important pre- 
var expresses to its timetables 

The restaurant car policy also differs considerably as between 
the four main-line railways. By far the largest scale of restora- 
tion has been on the L.M.S.R., especially on the Western Division, 
n which most of the principal trains have now had this desirable 
imenity restored. The first post-war list of L.M.S.R. restaurant 
ur trains numbers 40 daily. The L.N.E.R. restaurant-car list 
proves to be considerably more brief than was at first forecast; 
tis confined to the ‘‘ Flying Scotsman ’’ in each direction be- 
tween Kings Cross and Edinburgh; one return journey between 
Sheffield and Marylebone and another between Norwich and Liver- 
pool Street; three return journeys in Scotland; and a buffet car 
service between Kings Cross and Newcastle.. The S.R. has re- 
stored restaurant cars on three trains in each direction between 
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Waterloo and Exeter; but the G.W.R. is postponing restaurant 
car reintroduction for the present. 

It is of interest to note that although, when the withdrawal 
of the cars began, the long-distance services between London 
ind Scotland were the first to suffer, these cars are the first to 
be restored, and are now available to passengers on the 10 a.m. 
from Euston to Glasgow, the 10.5 to Perth, the 1 p.m. to Glas- 
gow, and (as far as Crewe) the 4.50 p.m. to Stranraer, with corre- 
sponding return trains, whereas some of the shorter-distance busi- 
ness services, such as Kings Cross—Leeds, have none restored 
as yet. It is also a matter for comment that the restorations 
until now are almost entirely of restaurant cars, and not of 
buffet cars, which are lighter in weight, can be manned by con- 
siderably smaller staffs, and would serve as a most useful interim 
refreshment facility until catering on a more ample scale once 
The voting of passengers in the recent 
L.N.E.R. questionnaire has left no doubt as to the popularity 
of buffet facilities on trains, and the present would be a par- 
ticularly suitable time, on the grounds just mentioned, for ex- 
tended experiments in this direction. 

Details of the improved train services of the L.N.E.R. and 
G.W.R. are given elsewhere in this issue; the complete timetable 
books of the L.M.S.R. and S.R. were not available at the time 
of going to press, and a review of the latter will follow. The 
L.N.E.R. changes are worth more extended reference. After 
the 1914-18 war, it was not until the summer of 1923, over four 
years from the 1918 armistice, that the speeds of 1914 had been 
fully restored. Yet the L.N.E.R. timetable of October, 1945, 
seven months after the German capitulation, and two months 
after that of Japan, already shows a faster service between Lon- 
dor and Edinburgh than that in force up to April, 1932. Eight 
trains now run daily between Kings Cross and Edinburgh in an 
average time of 8 hr. 7 min., as compared with 9 hr. before 
the accelerations; and the fastest time has come down from 8} 
hr. to 7 hr. 56 min. northbound and 8 hr. southbound. 

Similarly, the fourteen best trains between Kings Cross and 
Newcastle now average 5 hr. 23 min. for the distance of 268.3 
miles, a cut of 42 min. on the times previously in force, and 
the best time is reduced from 5 hr. 51 min. to 5} hr. Many 
start-to-stop runs are scheduled with these heavy trains at speeds 
of 54.0 to 56.3 m.p.h., a remarkable achievement so soon after 
the conclusion of the war. On the service between Kings Cross, 
Leeds, and Bradford, also, there are accelerations of 24 to 40 min. 
by different trains; Hull benefits by new through services; and 
another valuable innovation is the running of through trains be- 
tween Newcastle and both London and Colchester by way of the 
Durham coast route, so giving Sunderland, West Hartlepool, and 


again becomes possible 


Stockton the’ benefit of through service to and from a large area 
of the Kastern Counties and the south generally. 

It should be emphasised, of course, that the new timetables 
represent but the first step’ towards reconstruction, and that 
rapid additional improvements may be expected to follow as 
soon as conditions permit. The new timetable books and sheets 
are headed ‘‘ From October: 1, 1945, until further notice,’’ and 
further timetable issues may be expected well before the cus- 
tomary summer train service introduction in May next. 

* * * * 


Better Pay for Civil Service Scientists 

TWO White Papers have been issued recently dealing with rates 

of pay in the Civil Service. The first of these (Cmd. 6680, 
Stationery Office, Id.) is reproduced elsewhere in this issue. It 
announces increases in the salaries of Permanent Secretaries and 
Deputy Secretaries, which are to become effective the first day of 
1946. The present salaries attaching to these offices are £3,000 
and £2,200 respectively. They were fixed in 1920 and no war 
bonus has been paid in the Civil Service on salaries above £1,500 
a year. In the light of the increased responsibilities of heads of 
departments and their deputies, and also to the increases in rates 
of pay which have taken place in comparable employments, the 
Government has decided that the salaries of the heads of major 
departments shall be raised to £3,500 and the salaries of their 
deputies to £2,500. At the same time, the higher administrative 
staff of departments is to be reorganised to reduce the number of 
srades. There is to be an Under-Secretary grade at £2,000 a year 
and an Assistant Secretary grade on a salary scale of £1,200-£1,700 
a vear, which will also carry the addition of war bonus—at present 
{60 a year—payable on all Civil Service salaries up to £1,500. 
~ The other White Paper* announces a complete re-organisation 


‘Cind. 6679, Stationery Office, 3d. 


—+ “The Scientific Civil Service. "’ 
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of the Scientific Civil Service, with improvement of salaries and 
careers, and obviously is designed to make the conditions of service 
for working for the such as to attract 
scientifically qualified men and women of high calibre. The White 
Paper is the outcome of an investigation into conditions of service, 
pay and career of scientists in the Civil Service which was begun 
under the Coalition Government 

rhe salaries of the most highly qualified members of the Scientific 
Service are to be brought into relationship with those of the Adminise 
trative class, and at the recruitment stage to be aligned to 


scientists Government 


they are 


them The Government has adopted a recommendation by the 
committee, of which Sir Alan Barlow was Chairman, that the 
outstanding scientist should have a reasonable expectation of 


reaching the Principal Scientific Officer grade in the early thirties 
Che Scientific Officer from highly 
qualified scientific graduates, is part of the s« heme now put forward 
At the highest levels there will be salaries of £2,250 and £2,500, 


creation of a class, recruited 


and two or three positions in the whole Civil Service of £3,000 
At present, the highest scientific posts in the Civil Service, excepting 
that of Secretary to the Department of Scientific & Industrial 
Research, salary of £3,000, are paid at the rate of 
£2,000 a vear 


which carries a 


[he scales now put forward represent a new structure, and 
although in some cases titles identical with those now in use 
may be continued, the new grade does not represent the old 
Thus at present Scientific Officers have a scale of £400-4680 and 


Officers of {680-800 
to these 
Scientific 


Senior Scientific 
the 
£550-£750 


Under the new proposals 
titles are respectively 
The term Officer,’’ however, in future will 
represent the the old Scientific 
Officer grade, which had a scale of £275-£347, as well as Scientific 
The Senior Scientific Officer 
the equivalent of senior members of 
The Principal Scientific Officer 
but the number of Principal 


scales attaching £275-£500 and 


basic grade, absorbing Junior 


Officers of a few years’ service new 


erade will embrace mainly 


the present Scientific Officer grade 
grade remains broadly as at present 


Scientific Officers in relation to the whole Scientific Officer class 
will have to be substantially increased to allow of the career 
envisaged by the sponsors of the scheme [he Assistant Class 


will be re-named the Experimental Officer Class, with improved 
rates of pay, and more of the work at present done by Scientific 
Officers will devolve on Scientific Assistants 

Arrangements recruitment to the Scientific 
the reconstruction period provide that open competitions should 
In the case of the Adminis- 
trative and Executive classes the upper age limit will be based on 
birth not earlier than August 2, 1915. So that serving 
in the assured of an opportunity of entering the 
Scientific Civil Service, if appropriately qualified, full particulars 
are to be published throughout the Forces, and arrangements will 
be made to ensure that vacancies are kept open until any candidates 
who are still serving in Europe or the Far East have had an oppor 
tunity of being considered 


for Service during 


begin to operate as soon as possible 


scientists 


Forces may be 


The new proposals represent a considerable advance, and it 
that they should attract and retain satisfactory 
personnel, prov ided the conditions of employment are satisfactory 
For juniors the has been devised to 
promise an opportunity of rapid advancement 


would seem 


scheme give young men of 
If the proposals 
are adopted and implemented by the Government, as seems likely, 
should lead to a improvement in the x ientific 
side of the service. One of the major disadvantages from which 
the Civil Service suffers is the disparity between the rate of pay 


it offers in comparison with that obtained in industry for similar 


they considerable 


work. The new scales will lessen that gap. 


x * * * 


Steel Production Peak 


NE of the most important indices of industrial and economic 
O the return: of steel production, which before 
the war monthly For obvious reasons these figures 
were discontinued during the war, but a resumption has now 
been made in their publication. The latest figures show that home 
production of steel ingots during five full war years—1940-44 
averaged 12,700,000 tons, which was considerably above the highest 
rate achieved in any considerable pie-war period. 


tendencies is 


was issued 


The four vears 
immediately preceding the war were the best peacetime run of 
comparable duration and then the average production was 11,300,000 
tons a year. The main difficulty in securing high production during 


the war arose from the loss of the richer imported ores. Their 
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replacement by lower-grade home ores greatly reduced th: output 
from blast furnaces and the quantity of hot metal avail 
steelmaking. 


dle for 
Special steels also formed a larger proportion than 
usual of the requirements of manufacturers, and entailed corre. 
spondingly heavier draff on furnace and rolling-mill capacity, 


and 
on the available labour force. Our own production of stcel Was 
supplemented by larger imports, and exports were reduced to a 
minimum, with the result that home users were able to obtain the 
peak quantity of 15,883,000 tons in 1943. The following table 
shows the principal relative statistics (the figures given in brackets 
In italics are estimates from sources which are not precise but which 
give a fair picture of the order of magnitude involved) 
(000s of tons ; annual rate) 
Period Pro- Imports Exports rome 
| duction ° | deliveries 
| 
Av. 1935-38 ... - 11,257 1,244 2,438 10,044 
Av. 1940-44 ... at 12,680 2,772 489 14,727 
1943 ... Ss a 13,031 2,773 122 15.883 
1944 ... oni 12,142 1,668 240 14,088 
Jan.-June, 1945 11,970 190 360 12,600 
July, 1945... 11,118 (30) (500) (10,600) 
August, 1945 9,676 (500) (9,200) 
The production peak of just over 13,000,000 tons in 


1943 
represents approximately the capacity of the industry; it will 
be seen that during the current year there Kas been a considerable 
fall beiow this rate of production, and it would appear unlike; 
that the total will level of about 12,000,000 tons. [; 
the first half of this year there has been a greater consumption of 
imported steel than of new arrivals; stocks have declined and ar 
now close to the minimum working level. Estimates of requir 
ments of steel after the end of the Japanese war have not yet 
been completed. Whatever temporary interruptions in demand 
may result from the cancellation of war contracts, it appears clear 
that on a rather longer view, British ingot production is unlikely 
to meet total requirements, particularly in view of the likelihood 
of a large export demand. Reconstruction at home and 
will call for very large quantities of steel. The ability of Continental 
producers to help their own countries has been considerably reduced 
I:xpansion of iron ore imports is already beginning, and will do 
something to restore normal conditions Transport facilities and 
the labour position should also improve from now onwards, and 
one may hope for some improvement in the coal position. 

Some of the movements which have taken place in the output 
of individual products are of interest. The table below shows 
the results of the reduction in typical war products and the switch, 
so far tentative, to peacetime products. 


exceed a 


} ] 
abroad 


(000s of tons ; weekly averages) 


1945 


— 1943 j 1944 ea 
| Jan.-Mar. Mar.-July 
Alloy steel 30-7 21-7 16-3 15-0 
Plates ae ce 37-2 32-5 25-6 26°5 
Heavy rolled products 28-0 27-7 25-9 28-2 
Light rolled products ... 47-1 47-7 45-2 37-4 
Sheets aa ee a 22-9 21-2 21-2 21-3 
Tin plate ... 10-1 10-1 9-7 9-7 
Drop forgings . iets 8-0 7-2 6°4 5-4 
Other forgings ... san 4°5 4-1 2-9 2-4 
Tyres, wheels, and axles 2-0 2-1 2:3 2-4 
Rails tie -“ m 6-2 6°5 7-1 7:3 


In the various items listed above, only railway steel—rails, tyres 
wheels and axles—to which a high priority is now given, shows an 
upward tendencv since 1943. 


* * * * 


The Future of British Transport 

THE views of the Labour Party and the Trades Union Con 

gress as to the future organisation of British transport 
have been reviewed already in these columns and this week w 
have an opportunity of summarising the proposals which hav 
just been issued by a small Liberal Committee under the Chair 
manship of Mr. B. Seebohm Rowntree. These proposals have 
not yet been approved by the Liberal Assembly ard a lively 
debate may well be expected when the report is considered by 
that body. The Committee’s report is contained in a booklet* 


“The Future of British Transport’’ by B. Seebohm Rowntree, C.H., Liberal 
Publication Department, 8, Gayfere Street, S.W.1. Price Is. 
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§ 40 pages and the authors are to be congratulated on the 
conci ind very fair review of the development and difficulties 
of the railways which occupies the first fifteen pages. 

In the interests of accuracy, however, we would point out 
that ‘heir statement on page 8 that the railways have obtained 


pract 11 control of the road passenger transport companies is 


untrue, and the reference to the 1939 recommendations of the 
Transport Advisory Council are a travesty of the facts and are 
equa inconsistent with the statements made on page 14 which 
appt to be the work of another writer. The facts are that the 
Coun recommended a relaxation of the statutory regulations 
werning the conveyance of merchandise by railways so as to 
enab the companies to make such reasonable charges as they 
thought fit, subject to certain specific safeguards considered 
net iry for the protection of trade and industry and other 
forms Of transport 

So far as road hauliers were concerned it was proposed by 
the Council that they should agree a schedule of rates with the 
railways that these should be made statutory. [hese recom- 
mendations were intended to cover a period not exceeding five 
vears during which time it was hoped that such a degree ot 
o-ordination would be established as would avoid the unneces- 
sary overlapping of services and uneconomic competition. On 


Mav 24, 1939 (not 1938 as stated several times in the report), the 
then Minister of Transport informed the House of Commons that 
the Government had decided to accept in principle the recom- 
mendations of the Council and that the specific changes in the 
law which would be required would be carefully considered and 
Unfor 


.ppropriate legislation introduced as soon as possible. 
furthei 


tunately, the ot prevented 
‘ss in this cirection. 

Turning to the steps which might be taken to strengthen the 
financial position of the railways, the Committee points out that 
the fundamental difference between the financial set-up of the 
railways and that of the road transport industry is that in the 
the former about £800 millions, or two-thirds of its 
apital, is invested in the permanent It examines and 
ts suggestions (a) that the railways should be free from all 


subsequent outbre ik war 


proer 


Case >t 
Ww ay ° 
existing obligations, and (b) that both railways and road trans- 
jort interests should be entirely of all restrictions except 
iffecting the safety of the public, on the grounds that the 
This argu 


free 
those 
railways still enjoy a large measure of monopoly. 
ment seems somewhat inconsistent with its. statement on page 18 
that an existing industry rightly can demand that it should not 
with a by 


be handicapped in its competition new industry 
innecessary crippling legislation. 
[he Committee also rejects a proposal that road hauliers 


should be bound by regulation similarly to railways in respect 
{ non-discrimination and publication of rates on the ground that 
it would be opposed to public interest to cripple one industry 

ly to protect another, but does not comment in this connec 
on on the equally obvious unfairness of continuing to — 
much 





the railway 


industry by allowing its chief competitor 
greater freedom from regulation. It declines, for obvious reasons, 


proposal that some traffics shall be directed by statute to pass 
by rail and other traffics by road, and also rejects a proposal 


that the State should acquire the permanent way of the railways 
it a cost of £800 millions and lease it to them on favourable 
terms, because it argues that this would, in effect, amount to a 
State subsidy. Strangely enough, it does not comment on the 


ilternative proposal mooted some months ago that both rail, 


road, and possibly canal, track costs should be pooled and borne 
by the various transport undertakings pro rata to their gross 


The Committee, although recognising that it is a non-technical 
body and not competent to express an opinion on the various 
which be taken to railway efficiency, is 
-vidently impressed with proposals put forward by Mr. Frederick 
th some years ago, which have jbeen mentioned from time to 
time in these columns. It claims that the case made in 
1931 by the Weir Committee for the general electrification of rail- 
in unanswerable, for an immediate decision on 
matter. It suggests that there is abundant evidence in the 
report to show that the estimates of the return on the capital 


might raise 


also 


and presses 


were compiled on a very conservative basis, but it makes no 
reference whatever to the facts that the estimates were not 
ucepted by the railway companies; that in any case the 
expected return on capital could not be secured for at least 
20 years; and that as the estimates were compiled 15 years ago 
they are now practically valueless. 
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Dealing with the present situation, the Committee stresses two 
principles: (i) that although due regard should be paid to the 
interests they cannot rightly demand 
protection against competition which is due to technological dis- 
coveries; and (ii) that in formulating a policy the rail and road 
transport problem must be regarded as a whole. Its conclusion 
is that the only way of meeting the difficulties successfully is to 
integrate the two but this it thinks would lead to 
vast and powerful a monopoly that inevitably it must be placed 
under public control. As an alternative, it recommends that the 
control and ownership of railways and long-distance haulage and 
passenger transport industries should be transferred to a public 
utility corporation. If this be done, it considers it would be 
logical for the same corporation own and control canals, 
railway-owned ports and harbours, but not those owned by muni- 
cipalities, iocal commissions, harbour companies or individuals 
trading for profit. 
observations to make 


of railway shareholders, 


services, so 


to 


[it excludes coastwise shipping and has no 
as to air services. 

To achieve this objective, it proposes that all shareholders in 
railways, long-distance road transport, canals and rai!way-owned 
ports should be paid in cash or in shares of the new ( orporation, 
which should have only one class share—3 per cent. fixed 
interest cumulative. No indication whatever is given of the 
basis on which it is suggested that such payments should be 
calculated. 


of 


It suggests that the control of the Corporation ‘shall be exercised 
by a small control board of a small number of men experienced 
in transport and labour, appointed by the Minister. This control 
board would be responsible for the formulation of general policy, 
finance, and research. It ‘would introduce a costing system 
designed to keep a close check on the standards of efficiency and 
economy of the different branches of the transport system under 
its control : : 

This, the Liberal Committée feels, will “(have to be strict 

and thorough for ireliance will have to be placed on it to replace 
the incentive of the profit motive.’’ The control board, it 1s 
suggested, should appoint two groups of regional boards, one 
dealing with railways, canals, and ports and the other with 
road transport. The Committee is somewhat nebulous as to the 
number of boards which would be created, as it envisages the 
formation of ‘‘ as many separate regional boards as prove to be 
for the efficient management of the different branches 
transport taken over.’’ 
Among the advantages claimed for this plan are: (a) that the 
various industries will be conducted solely in the interests of 
the public, a statement which might have to be qualified if any 
section failed to earn the required 3 per cent. interest; (b) the 
personnel of the control board would have a more stimulating 
influence than railway directors; and (c) that the railways could 
rest assured that whatever capital was required could be raised 
at a reasonable rate—a statement which requires to be proved 
by events. 

Ihe Committee expects criticism of its plan and answers 
certain objections in advance. For instance, it defines the dis- 
tinction between short- and long-distance hauliers as being the 
point at which road competition seriously affects the railways—a 
To the suggestion that the incentive 


necessary 


ol 


none too helpful remark! 


to effort and enterprise would be lost under its proposed 
scheme, it replies that although the boards would not be ex- 
pected to work at a profit, their success would be measured 


by the contribution made to the general aim of providing with 
ou't State subsidy a first class transport system at the 
a statement which contrasts somewhiat oddly with 
on the instituting a strict and 
thorough costing system 

Our objections to the proposals are similar to those we ex 
connection with the T.U.C. national transport 


lowest 
pe ssible cost 


its insistence necessity for 


pressed in 


scheme, namely, that the management of the transport industry 
would be much more bureaucratic than under any system of 
large-scale organisation, public or private. The Committee 


takes the opposite view, however, and states that if the four 
main-line railways are amalgamated and placed under single 
control—which it claims is almost certain if the railways are 
not transferred to public control—it would be impossible to 
avoid an element of bureaucracy in the management and the 
same will be true as the separate road enterprises are amalga- 
mated with larger bodies. This is doubtless true, but we suggest 
that the bureaucracy would be infinitely smaller than with such 
an indefinite number of regional boards as is propounded under 
the Liberal Committee plan. 
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LETTERS TO THE EDITOR 


(Lhe Editor is not responsible for the. opinions of correspoxdenits) 


G.W.R. Oil-Burning Goods Locomotives 


Chelmsford, Essex. September 15 
To THE EpitorR OF THE RAILWAY GAZETTE 

Sir,—The paragraph in your current number on this subject 
states that there will be a saving of 70 lb. per engine mile in coal 
consumption due to the change over to fuel-oil. The official returns 
last issued by the Ministry of Transport for the year 1938 give the 
consumption of coal per engine mile run on the four group systems 
in the following table : 


POUNDS OF COAL CONSUMED PER ENGINE MILE 


Freight 
Passenger service 
service (including All 

(including shunting and services 

shunting) departmental) 
Southern : 42:43 46°55 43-88 
Great Western ne aime ad 41-72 44-80 43-32 
London Midland & Scottish 52-21 59-47 55-76 
London & North Eastern ... ase 52-53 59-00 55-94 


It will be seen that the increase in the G.W.R. 1938 figure per 
engine mile is substantial, and if the coal consumption has increased 
in the same ratio on the other groups it is as well that the G.W.R. 
has taken the initiative to correct such a menace to the country’s 
coal assets. 

Yours faithfully, 
JAMES FRASER 


Locomotive Streamlining 


P.O. Box 546, Haifa, 
Palestine. September 22 
fo THE EpIToR OF THE RAILWAY GAZETTE 

Sir,—In your issue of August 17, Mr. Irvine-Brown remarks 
that he cannot follow my reference to 5 ft. 9 in. corresponding to 
the conventional conception of speeds of 50 m.p.h. It is simply 
that I have associated the relative figures instinctively with the 
axiom: ‘‘It is a well-established fact that the most economical 
working of a locomotive is done in the region of 250 r.p.m.”’ (Hol- 
croft.) 

More often than not, of course, circumstances compel the designer 
to depart from the ideal: the further he does so with success, the 
more creditable his accomplishment. How far he has to do so, at 
times, and with what remarkable ability can hardly be better 
demonstrated than by Mr. Irvine-Brown’s examples: inertia, 
friction, the discouraging fall-down of m.e.p. when plotted against 
rising piston speeds, and all the other difficulties that beset him 
cannot be reckoned with lightly, and every inch of diameter is 
given up reluctantly, therefore, when speed is prominent in his 
quest 

If it is permitted to profit by the occasion to revert for a final 
moment to the main topic of streamlining, I would like to add that 
I have seen nothing better in the way of dispassionate appraisal 
than the description in a technical journal, just before the war, of 
two new German locomotives. It reads: ‘“‘ As will be seen from the 
photograph a streamline covering is fitted for appearance and 
reducing wind resistance.’’ Now I am trying to recall if the master- 
race whose mentality, as far as the pretentious was concerned, 
produced the goose-step, can be saddled with the responsibility 
for streamlining outside its sphere 

Yours faithfully, 
4. L. JONES 


End-Door Corridor Coaches 


‘* Whitegates,’’ Rouncil Lane, 
Kenilworth. September 25 

fo THE EpItoR OF THE RaiLWway GAZETTI 
Sir;—In connection with the recent correspondence in your 
journal on the merits, or otherwise, of the end-door corridor 
coaches, may I be permitted to add a few observations of my 
own. 
The new standard L.N.E.R. coach does not, I consider, solve 
the congestion problem, which is caused primarily by the 
inability of the passengers to pass quickly through the narrow 
exit normally provided and not by its position. The moving of 
the door from one part of the coach to another will merely 
transfer the congestion to the new point. The reduction in 
distance from the farthest seat to the exit is a possible advan- 
tage, but does not reduce the number of persons using each 

narrow door and the adjacent vestibule. 

rhe. real solution would appear to be enlarging the entrance 
Could we not have double doors with a wider vestibule at each 
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end of the coach, thus allowing for a comfortable entrance anq 
egress without the contortions now usually necessary when carry. 
ing a case? 4 

My personal preference is for the cenire-corridor cpen type of 
coach as opposed to the compartment type, in that it is lighter, 
permits of a better view of the passing scenery, allows two 
persons to pass one another with reasonable comfort, anq 
eliminates that bug-bear of railway travel—the middle seat from 
which one is normally precluded from seeing anything but the 
conduct of one’s fellow passengers. This can be engrossing at 
times, but equally can be, and usually is, extremely boring. 

Chis type of coach, with the wider entrances suggested, would 
permit a speedier entraining and dcetraining of passengers, and 
reduce overtime at stations which is so usual when trains are 
heavily loaded. 

Yours faithfully 
L. BUROW 


“N or M” 


Crathorne, Thorneyfields Lane, 
Stafford. September 26 
fo THE Epitor oF THE Ratitway GAZETTE 
Str,—Referring to the letter from ‘‘ Nomenclature ’’ in your 
September 14 issue stating that very few Midland Railway engines 
were named, is it not a fact that it named only one, namely, 
Prince of Wales, an express passenger 8-ft. single-wheeler of the 
No. 679 class which was a most pleasing type from the point of 
view of symmetry, polished brasswork, coat of arms, etc. ? 
Yours faithfully, 
; F. PLANT 
[Our correspondent is not quite correct. The M.R. had two 
named engines. In 1887, a 4-4-0 engine, No. 1757, was exhibited 
at the Saltaire Exhibition, and was named Beatrice in honour of 
Princess Beatrice, who performed the opening ceremony. A 4-2-2 
engine, No. 2601, was named Princess of Wales and sent to the 
Paris Exhibition in 1900. As both namings were for special pur- 
poses, it would be interesting to know how long the names were 
retained; our records do not show this. In 1907, these engines 
were renumbered 377 and 685 respectively.—Ed., R.G. 


Recent Locomotive Designs 


66, Eton Rise, Haverstock Hill, 
London, N.W.3. September 24 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—In reading the article by Mr. Thompson Fairless, in your 
September 7 issue, there is a point which attracts special attention 
I refer to the estimated evaporative power of the three boilers 
Judging from the evaporative figures given for firebox evaporations 
I take it that the firing rate is assumed to be 120 lb. of coal per 
sq. ft. of grate per hour, this being Cole’s figure for a firebox evapora- 
tion of 55 lb. per sq. ft. of heating surface. I attach a table setting 
out the HS/GA ratios for the three engines and showing the respec- 
tive evaporations. It will be noted that the Central Uruguay 
engine has 61 sq. ft. of H.S. for each sq. ft. of grate, whereas the 
American engine has only 43 sq. ft., yet the evaporative power of 
the heating surfaces at equal firing rates is shown as being practic- 
ally equal. Can this be accepted? Generally, one would think 
that the evaporative capacity per sq. ft. of H.S. would, for equal 
firing rates, be inversely proportional to the HS/GA ratios, meaning 
in the case under notice a unit evaporation of about 11 Ib. for the 
Central Uruguay engine. 


Central Uruguay British American 
2-10-0 2-10-0 2-8-0 
Evap. H.S. 
oP sais 9 4 
“3% 6! 4 3 
Est. evap. per sq. ft. of H.S. per hour ... 15-6 14-9 15-3 
Evap. per sq. ft. of grate area ... saa 951 727 657 


Based on Mr. Fairless’s estimates, I have added the evaporations 
for each sq. ft. of grate area for the three boilers. These values 
seem to indicate that the C.U. boiler is 40 per cent. better than the 
American 2-8-0 design ! 

E. C. POULTNEY 


Hemel Hempstead—Harpenden Branch 


Hurstpierpoint, 


Sussex. 22 


September 22 
To THE EpITOoR OF THE RAILWAY GAZETTE 

Sir,—Mr. Kenneth Brown, in his letter, under the title ‘‘ Greater 
London Plan, 1944,’’ in your issue of 14th instant, refers to the 
difference in level between the L.M.S.R. and the L.N.E.R. stations 
at Harpenden. 

When the Hemel Hempstead branch of the Midland Railway 
was opened, the branch diverged from the main line in the up 
direction; presumably, therefore, the branch trains worked to 
and from Luton, or Chiltern Green. About 1900 this connection 
was reversed and the branch trains ran to and from Harpenden 
On the centre platform a booking office was provided for passengers 
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of the branch train, travelling to London and intermediate stations. 

The projected connection with the G.N.R. branch at Harpenden 
most probably would have commenced about where the present 
pranch leaves the original line, and, continuing in a straight direction, 
pass ul ler the Midland Railway main line, and joined the G.N.R. 


north of its Harpenden Station. The distance would have been 
about 14 miles. The length of this connection would allow of a 
gradient easier than a branch starting from or near the Midland 
Railway's Harpenden station. This supposition is made without 
reference to the Act, which I have not consulted. 

Before the 1914-18 war an annual horse race meeting was held on 
Harpenden Common \ train of horse boxes with the race horses 


presul 1ably from Newmarket) was worked to Harpenden G.N.R 
by a G.E.R. locomotive. Probably the G.E.R. ran the train over 
its own lines between Newmarket and Hertford. Originally, the 
line west from Hertford continued across the G.N.R. main line 
to Luton, but this was only for a short period, and thereafter traffic 
from the Hertford and Luton branches was continued separately 
parallel with the G.N.R. main line to Hatfield. 
Yours faithfully, 
G. A. SEKON 


Modern Coach Design 


Cambridge. October 1 
To THE Epitor oF THE RAILWAY GAZETTE 

Sir,—Cambridge holds all sorts and conditions of men except 
the “ pro-nationaliser,’’ of whom Mr. P. R. E. Grouper writes in his 
letter of September 24. There may be many “ nationalisers ’’ in 
our midst, if we use that ugly term to denote people who want the 
State to take over banks, mines, railways, and most other things. 
The writer is not one of them, but, surveying the troubled scene 
quietly from outside, he is afraid that our railways have lost their 
chance of demonstrating that by voluntary co-operation they 
could evolve a system of management and operation which would 


yield all the advantages of convenience, efficiency, and economy 
that could possibly be secured through State-ownership. 
Che craze for separate and distinct standards for coaches, wagons, 
locomotives, and equipment of all kinds must be an expensive hobby 
and, in existing circumstances, simply invites the exercise of control 
by some overriding authority. To a student of economics, a regret- 
table feature of the after-war situation is the inability of so many 
of our industries to put their own affairs in order and produce 
constructive plans for the future. Nearly all our industrialists 
complain about Government interference, but few of them do 
anything to ward it off and the railways have apparently failed 
to formulate a helpful policy. : : 
Yours faithfully, 
EAST ANGLIAN 


High-Handed Bureaucratic Action 47 Years Ago 


Cleveland, Barker Road, 
Sutton Coldfield, 
; Nr. Birmingham. September | 

. [To THE EpIToR OF THE RAILWay GAZETTE 
SiR,—In these days of universal bureaucratic control, I was 
rather amused to find the following paragraph on page 379 of 

Volume 2 of your contemporary, The Railway Magazine 
On the 16th inst. (April, 1898), an unusual incident occurred 
at the level crossing in Wallace Street, Grahamston (on the North 
British Railway). Early in the forenoon a gang of North British 
Railway workmen set about laying an extra line of rails across the 
street at the level crossing. As there wasa large staff of men engaged, 
the work was practically completed at 1 o’clock, when the acting 
Burgh Surveyor put in an appearance, and requested the railway 
officials to remove the rails, and restore the street to its former 
conditions. This they refused to do, so the burgh official said he 
would do it for them. He immediately summoned a gang of about 
forty men, and in the course of an hour or so had the rails and 
sleepers torn up, the causeway replaced, the kerbs laid, and a 
sleeper fence, which had been. torn up, restored. The railway 
company and the Commissioners some time ago came to an agree- 
ment as to the laying of an additional line of rails at this place, but 
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the Burgh Surveyor bases his action on the requirement that no 
street can be blocked for traffic without notice having been given 
to him.” 

It is also of interest to note that on page 479 of the same volume 
there is some outspoken comment on the action of the War Depart- 
ment in ordering some new locomotives for the Sudan from America, 
instead of from British manufacturers. 

Yours faithfully, 
E. S, RUSSELL 


Railway Wages 
77, Sundale Avenue, Selsdon, 
Surrey. September 29 
To THE Epitor oF THE RaILway GAZETTE. 

Sir,—I am pleased to see that ‘“ Vigilant’ in your issue dated 
September 28 has abandoned his original thesis that only ‘greater 
output justifies wage increases, and now concedes that rising costs 
of living also gives a claim to advances. It is unfortunate, however, 
that he also sees fit to make another attack on railwaymen, this 
time accusing them of taking advantage of war conditions to indulge 
in “‘ profiteering.” 

The subject is too large to deal with satisfactorily within the 
limits of a letter, but a few facts in defence of the loyalty and 
moderation of railwaymen may be permitted. 

The pre-war minimum for an: adult railwaymran was 47s. a week, 
which, it should be admitted, is not a princely sum on which to 
raise a family on any reasonable standard. Promotion was slow, 
and usually a man was well on into middle age before he was 
getting 10s. a week above the minimum. The latest agreement 
has raised the minimum from 47s. to 56s. a week, which improve- 
ment was overdue in 1939, and to this is added 28s. a week war 
advance. I invite ‘‘ Vigilant’’ to ask any railwayman’s wife if 
she considers that the cost of running a home on wartime conditions 
has risen by only 28s. a week. These figures, I claim, vindicate 
railwaymen from any charge of wartime profiteering, especially 
when it is remembered that, although the results of wage claims 
submitted during the war have always disappointed the men, 
not one single day was lost through strikes, either official or 
unofficial. ; 

Finally, before ‘‘ Vigilant ’’ or any comfortable person criticises 
the present minimum railway wage of 84s. a week, he should ask, 
‘how should I personally like to have to exist on such an income ! ” 
for it is only by such a personal application that a cold statistical 
statement of a wage rate can be tempered with the warmth of its 
human application 

Yours faithfully, 
ERIC E. SAVAGE 
London. October 1 
To THE Epitor oF THE RaILway GAZETTE 

S1r,—In your issue of September 28, “‘ Vigilant ’’ replies effectively 
to Mr. Eric E. Savage’s letter of September 1, but might have 
emphasised the part played by capital in the railway world. Official 
returns show that by the year 1938 the total capital expenditure 
of our main-line railways amounted to £1,175,000,000. The com- 
panies employed about 575,000 people, so that over £2,000 were 
invested in railway property for every person at work. Other 
industries, such as coal mining, need less capital in proportion to 
the number of workpeople engaged and the railways must incur 
fresh capital expenditure every year if they are to remain efficient. 
Between 1923 and 1938 over £80,000,000 was spent .on capital 
improvements. Over the same period, the number of railway 
employees declined by 14 per cent. It is true that 1923, the first 
year of the railway amalgamations, was a good one, whereas 1938 
was a lean year, but many staff economies would not have accrued 
in the 15 years’ interval without the installation of modern methods, 
machinery and appliances. Capital worked hard, though too 
quickly for Mr. Savage to notice the fact. If capital does not in 
future receive a fair reward because the cost of labour is too high, 
investors will cease to put their money into railway stocks and there 
will be an end to railway development 

Yours faithfully, 
STATISTICIAN 


























































































Publications Received 


Lourenco Marques- Pretoria Railway, 
1895-1945.—The South African Railways & 
Harbours Administration has issued an 
illustrated brochure, printed in English, 
Afrikaans, and Portuguese, to commemorate 
the jubilee of this international railway. 
Besides its commercial importance, the 
line was, during the Boer War, of great 
Strategic value to the Transvaal Republic, 
for being cut off in the south by the British 
Forces the Republic had to rely on 
this link of communication with the 


outside world. Considerable: romance sur- 
rounds the line, for it was by hiding in a 
goods truck at Pretoria on a train bound 
for the Portuguese port that Mr. Winston 
Churchill, then a young war correspondent, 
was able to escape from his captivity. 
Furthermore, when the British Forces were 
approaching the town and making it unten- 
able for the Boer Government, the President 
of the Republic, Paul Kruger, made his 
escape along the same route on his way 
to Holland. The brochure contains the 
history of the project for building a railway 
from Pretoria to the Portuguese seaboard 








which, at the time, was merely a gesture 
of faith in the future : it was an outstanding 
engineering undertaking in what was then 
a fever-infested part of South Africa. The 
enterprise has been fully justified for 
present-day statistics show that the line 
has become a flourishing artery of com- 
merce and industry. Photographs of 
Pretoria and Lourenco Marques as they 


were fifty years ago and as they are 
today are reproduced in the brochure 


with coloured plates of two new stations 
which were opened during the jubilee 
celebrations held from July 22 to 25. 
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The Scrap Heap 


“The spoken word can supplement the 
written word it cannot supplant the 
written word.’’—Mr. W. J. Haley, Director- 
General of the B.B.C. 


7. 


* * 


CARS AN UNWARRANTED 
Luxury ” 

The reinstatement of railway restaurant 
cars has been condemned by the National 
Federation of Shopkeepers. The president, 
Mr. W. Pendleton, said the cars were an 
‘unwarranted luxury,’ and he urged that 


RESTAURANT 


preference in the allocation of surplus 
supplies of food should be given to house 
wives and to ex-Service men wishing to 


start in the grocery and provisions trade 


* * = 


LIsBON STORY 

Sir,—The following excerpt from The 
Daily Express might be deemed appropriate 
for your “‘ Scrap Heap ” 

Lisbon, Friday.—When a runaway 
wagon collided with a brandy train a flam- 
ing stream of brandy poured down the 
embankment, seriously burning a man and 
causing panic in a crowded street ; another 
goods train became derailed, and finally a 
breakdown train ran into a gang of plate- 
layers, injuring four Reuter. 

If fun and games on such a scale become 
habitual, they will have to call this railway 
(pace Mr. Kipling) “‘ the far-flung bottle 
line.’’——J.E.L.S 


beer 
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LIBERAL RatLtway HISTORY 

The great railway companies date from 
1872, when the London & North-Western, 
the Great Northern, the Great Eastern, the 
London & Brighton, and the Midland Rail- 
ways were formed from 164 small lines.- 
Extract from “‘ The Future of British Trans- 
port” issued by the Liberal Publication 
Department. 


* * * 


100 YEARS AGO 


From THE Rattway Times, Oct. 4, 1845 





pee FRANCE AND ITALY, an 
7 SOUTH-WESTERN STEAM-PACKET 
COMPANY’S splendid and powerful Steam Ships— 


,» WONDER, LADY DE SAUMAREZ, 
SOUTH-WESTERN, TRANSIT, 
GRAND TURK, CALPE 


Vill alfernately leave the Southampton Royal Pier (wind 
aed weather permitting), for Guernsey, Jersey, St. Malo 
and Havre. 

GUERNSEY AND Jersevy—(with her Majesty’s Mails), 
Tuesday, Phursday, aed Saturday Evenings, at Seven 
o'clock, returning on Tuesdays, Thursdays, and Sundays. 
Reduced fares: Main Cabin, 21s.; Second Cabin, 14s. ; 
Carriages, 31. ; Horses, 3/.; Dogs, 5s. 

Saint MALo—Every Saturday Evening, at Seven o'clock, 
returningon Mondays Fares: Main Cabin, 28s. 6d.; Se- 
cond cabin, 19s.; Carriagrs, 4/.; Horses, 4/.: Dogs, 7s 6d. 

Havre-pe-Grace—Calling off Portsmouth (with a bag 
of lett. rs from the post office), Wednesdays, and Saturdays, 
returning on Thursdays, and Mondays, as follows ; 

FROM SOUTHAMPTON, 


Saturday, 4 Oct. 9 Evo. 
Wednesday, 8 ., 10 Night 
Satu day, ll 4} After. 


The vessels will await the arrival of the trains at South- 
ampton at the above-stated honrs. Fares: main catin, 27s.; 
second ditto, 14s. ; carriages, €3; horses €3; Dogs, 5s 

For full particulars apply at’ Chaplin’s Universal Office, 
Regent Ci:cus; Raifway Offices, Nine Elms, London; Mr. 
J. H. Bennett, 6, Rue de la Paix, Paris; Mr. Wickenden, 
Broad-strect, Portsmouth ; or Mr. N. M. Priaulx, 79, High- 
S reet, Southampton. 
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** There, I: told you we were in the wrong, train—here’s one that’s 
EMPTY!” 


Reproduced by permission of the proprieicrs cf “ Punch” 


October 5, 1945 





————., 


RAILWAY QUESTIONS AND ANSWERS 


Statement.— All railways would be electrified 
under State-ownership, and that would mean 
faster trains, cleaner stations and purer air in 
cities—all benefits at present denied to the public. 


Answer.—Electrification of railways can be 
justified only under one or two conditions 
(a) Where the existing traffic can be worked more 
economically by electrification. (b) Where elec- 
trification would be paid for by creating greatly 
increased traffic. Either one of these conditions 
would have to be satisfied whether the railways 
were State-owned or not. The railways’ policy 
of electrification has been wide and progressive. 
Great Britain now has the largest suburban rail- 
way electrification in the world, and at the 
beginning of the war, for every 49 miles of railway 
track in the country one mile was electric.—from 
** Answers to Questions and Statements,’’ issued by 
the British Main-Line Railway Companies, 22, Palace 
Chambers, London, S.W.1. 











* » * 


THE TERRORS OF TRAVEL TO IRELAND 
via FISHGUARD ! 
(Vide ‘‘ The Sunday Express ’’) 


Statement Facts 


Passengers at the tail The boat train reached 
of the queue at the Fishguard at 11.23 
customs shed waited p.m. and the boat 
two hours. sailed at 12.30 p.m. 

In the customs shed 171 passengers were 
there were only 3 examined, 


customs and 4 emi- 
gration officers to 


examine more than 
300 passengers. 

rhe ship (s.s. Great The vessel was built to 
Western) was built carry 450 passengers 
to carry cattle and and a number of 
about 150  passen- cattle. On the last 
gers. Nowadays it five trips it has con 


veyed 171, 114, 173, 


takes up to 410 pas- 
270 and 262 passen- 


senge rs. 
gers. 
* . * 
PRAVELLING PUuBLIC 
The L.N.E.R. are interested in know 


ing how the public feel about comfortable 
railtravel. Among suggestions received by 
the L.N.E.R. is one recommending the 
running of nursery coaches on long-dis- 
tance trains. Provided that admission to 
such cars is not confined to the offspring 
of civil servants with a salary of over 
£1,000 a year the idea may be cautiously 
approved. Trains would, on the whole, be 
more popular institutions if all the chil- 


dren aboard were concentrated in one 
carriage. 
Theoretically our hearts should warm 


to the presence of innocent babes in our 


compartments and our chivalrous senti- 
ments should go out to their harassed 
mothers. Practice and theory, however, 


are not always partners, and the man who 
views with pleasure a mother and baby 
advancing to occupy the remaining space 
in his compartment tends towards abnor 
mality.—From ‘‘ The Scotsman ’’ 
* * * 
TAILPIECE 

(The L.N.E.R. and New York Central 
Railway ave seeking passengers’ views on 

the design of coaching stock) 
Whatever schemes men contemplate 
For bringing transport up to date, 
In rolling stock or cars or liners, 
The passenger can help designers, 
For his experience can assess 
What matters much, what matters less, 
Where doors should be, a window’s height, 
The kind of seat, the kind of light, 
The layout of a dining car, 
And what the choicest menus are. 
Most wisely then do railways try 
The user’s taste to verify, 
And find what his opinion is 
By that delightful means, the quiz. 

EB. C. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Re-organisation of General Manager’s 
Department 

Details of appointments involving the 
re-organisation of the department of the 
General Manager of the South African 
Railways & Harbours were published in 
The Railway Gazette of September 21. In 
explaining recently the new organisation, 
the Minister of Transport, Mr. = 
Sturrock, said that the South African 
Railways had expanded greatly in recent 
veal and that the increasing com- 
plexity of administration, the growing 
volume of work, the diversity of problems 
that had to be faced from time to time, 
und the heavy responsibility which de- 
volved on the General Manager, were 
factors which demanded action as well as 
rec gnition. 

In the interests of efficiency, he con- 


tinued, a new system of managerial con- 
trol and a new conception of managerial 
responsibility had had to be devised to 
meet the exacting demands of present-day 
onditions. Responsibility and control 


were being decentralised to some extent, 
and the position of the General Manager 
in relation to the Minister, the Railway 
Board, and his own departmental heads 
vas being defined more clearly. 

Mr. Sturrock pointed out that the har- 
bours were brought under a_ separate 
manager, and that that should meet the 
riticism sometimes directed cegainst the 
Administration, that the harbours always 
were sacrificed to the needs of the opera- 
tional side of railway working. It hal 
been decided also to place the staff 
lirectly under a_ staff manager, on 
account of the importance of that side of 
railway working. 

[he ground-work for the new arrange- 
ments was prepared by a departmental 
committee under the chairmanship of Mr. 
F. T. Bates, the Senior Railway Com- 
missioner. The recommendations were 
finalised, however, by a committee con- 
sisting of the General Manager, Brigadier 
C. M. Hoffe; the General Manager-desig 
nate, Mr. W. Marshall Clark; the Deputy 
General Manager, Colonel J. D. White; 
and the Deputy General Manager-desig- 
nate, Mr. W. Heckroodt. Both these 
committees were appointed by _ the 
Minister of Transport. 


INDIA 


Bengal & Assam Railway 
It is reported that U.S.A. railway units 
which have been operating certain sections 
of the Bengal & Assam Railway in colla- 
boration with the railway administration 
will leave before next Christmas. The 
question of the disposal of locomotives 
brought from America for these areas is 
receiving the active consideration of the 
War Department of the Government of 

India and the American authorities. 


Gross Earnings of State Railways 

Che total approximate gross earnings of 
the State Railways for July, 1945, 
amounted to Rs. 18.34 crores (£13,755,000), 
or Rs. 37 lakhs (£277,500) more than for 
the corresponding month of the previous 
year, and Rs. 363 lakhs more than for the 
corresponding month in 1943-44. Com- 
pared with last year, coaching earnings 
decreased by about Rs. 2 lakhs, and 
goods earnings increased by about Rs. 39 
lakhs. The decrease under coaching earn- 





ings was mainly due to fewer military 
personnel and less military stores being 
carried, as well as to a drop in the num- 
ber of short-distance passengers, and in 
parcels traffic. 

The total approximate gross earnings 
from April 1 to July 31, 1945, amounted 
to Rs. 76.13 crores, and were more by 
Rs. 7.88 crores compared with the same 
period last year, and more by Rs. 16.38 
crores in comparison with the correspond- 
ing period of 1943-44. 


Transport Record of N.W.R. 

A record was created by the North 
Western Railway last July, when 253 
special trains carrying troops, motor trans- 
port or military stores were run over the 
system. During the same period, in addi- 
tion to these special trains, 1,222 units of 
rolling stock (counted in 4-wheelers) were 
attached to ordinary mail and passenger 
trains for the .conveyance of military per- 


sonnel. 
CANADA 


Pacific Great Eastern Railway 

Hopes of the British Columbia Govern- 
ment to disposé of the Pacific Great East 
ern Railway to one of the Canadian trans- 
continental railway systems have been re- 
vived by a recent trip of Premier John 
Hart to the east and his subsequent 
announcement that a joint committee 
representing the Canadian Pacific Railway 
and the P.G.E.R. is to be appointed to 
make a complete survey of the proposed 
sale. It is understood that the Canadian 
National Railways have not been elimi- 
nated completely from the picture. 

If neither of the big companies decides 
to take over the P.G.E.R., there is a 
likelihood that the British Columbia 
Government will either make a deal with 
independent American interests or itself 
extend the line from Quesnel to Prince 
George and thence into the Peace River 
country. In any event, extension into the 
Peace country is considered certain, be- 
cause such an undertaking by any interest 
which took over the lines probably would 
be demanded. 

The terms offered for the railway have 
not been announced, but it is suggested 
that the Government probably will have 
to write off some $75 million of advances 
made to the line in the, past. During the 
last session of the British Columbia Legis- 
lature, Premier Hart stated that $95-8 
million was being carried on the Gov- 
ernment’s books as advances to the 
Pacific Great Eastern Railway. 


UNITED STATES 


Pacific and Baton 
Rouge 

Negotiations are in progress between 
the Missouri Pacific Lines and the State of 
Louisiana to enable the former to make 
use of the state-owned bridge which crosses 
the Mississippi in the vicinity of Baton 
Rouge. Hitherto the Missouri Pacific 
connection with Baton Rouge has been by 
a ferry to and from a terminal at Anchorage, 
on the west side of the river; the ferry 
steamer, 340 ft. long, has been in service 
since 1923, and can carry 11 bogie wagons. 
The new plan involves use of the railway 
deck of the rail-and-road bridge, which is of 
great size, because of the width of the river 
at this point, and the necessity for non- 
interference with navigation; the bridge 
and its approach lines are 34 miles long. 


The Missouri 
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Missouri Pacific access to the bridge is to 
be obtained by building a spur line 14 miles 
long on the west side, together with a new 
marshalling yard and locomotive depot, 
with fuel oil storage for diesel locomotives, 
and another connection will be made 
on the east side to facilitate wagon exchange, 
and to permit passenger running into 
Baton Rouge via North Baton Rouge. It 
is anticipated that passengers to and from 
the city will save 40 min. by using the 
bridge instead of the existing ferry, and 
there should be a considerable expedition 
of freight also. A long term contract 
has been entered into with the State for the 
use of the bridge, and the plan, with the 
new construction involved, now awaits 
only the approval of the Interstate Com- 
merce Commission. 


‘* City of Denver ’’ Celebrates 
Birthday 

On June 18 the “City of Denver” 
streamline trains, operated with diesel- 
electric power jointly by the Chicago & 
North Western Railway and Union Pacific 
Railroad between Chicago, Omaha, and 
Denver, celebrated their tenth birthday. 
This overnight run is one of the fastest in 
the United States, and on the peacetime 
schedule the westbound run of 1,048 miles 
took 16 hr. (65-5 m.p.h. overall), and the 
eastbound, 15 hr. 40 min. (66-8 m.p.h.). 
One or two of the point-to-point runs on 
Union Pacific metals were booked at over 
80 m.p.h. from start to stop. Even in war 
conditions, with the train formations 
increased from 12 to 14 vehicles, the increase 
in time allowance has been no more than 
60 min. each way, so that the westbound 
run is now timed at 61-6 m.p.h. and the 
eastbound at 62-9 m.p.h., including stops. 

Twin-unit diesel locomotives of 4,000 
b.h.p. are used, and each of the two trains 
travels 7,316 miles weekly at the speeds 
quoted. Up to June 18 the two trains 
jointly had run a total of 6,849,062 miles, 
in the nine years since their institution in 
June, 1936. 


New Steam Locomotives 
Five articulated steam locomotives of 
the 4-6-6-4 type have been ordered by the 
Delaware & Hudson Railroad from the 
American Locomotive Company. 
The Virginian Railway is inquiring for 
five 2-8-4 steam locomotives. 


BELGIUM 


National Railways in 1944 
On account of the military campaign in 
Belgium in 1944, preceded by widespread 
Allied air raids on the railway system, 
traffic on the Belgian National Rail- 


ways decreased substantially in that 
year. Working’ receipts dropped _ to 
fr. 1,418,000,000, compared with fr. 
3,044,000,000 in 1943; and _ working 


expenditure was fr. 3,911,000,000, against 
fr. 4,236,000,000, in spite of increases in 
the prices of materials, and in wages and 
salaries. As a result, however, of the 
transfer of fr. 896,000,000 from the working 
expenditure account to the war expenditure 
account, it was possible to reduce the work- 
ing expenditure to fr. 3,015,000,000. After 
the meeting of all charges, and so on, there 
resulted a working loss of fr. 1,654,000,000 
(fr. 1,230,000,000). The accounts closed 
with an unfavourable balance of fr. 
3,000,000,000, compared with fr. 
4,187,000,000 a year previously; this 
contraction had been made possible through 
the transfer of war expenditure to the war 
charges account, which stood at fr. 
3,738,000,000 at the end of the year 
under review. 
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The Tools for the Job 


Presidential Address by Mr. W. S. Graff Baker, M.I.Loco.E.. 


before the Institution of Locomotive Engineers* 


Last year in the Presidential Address 
some aspects of a possible future passenger 
rolling stock, partly from the mechanical 
and partly from the appearance and passen- 
ger comfort points of view, were considered 
These aspects require further consideration, 
beginning with that fundamental feature of 
all passenger stock—the bogie. It is at 
this point that the Mechanical and Civil 
Engineers meet, as it were physically, the 
wheel and the rail. 

The mechanical engineers provide a kind 
of combined percussion hammer and edge 
grinder for the civil engineer’s rail the 
latter makes joints in his rail which cannot 
be as perfect as the rail itself. He need 
not have more than a limited number— 
which by virtue of their small number can 
be made relatively perfect He can make a 
continuous rail by welding, but this does 
not alter the fact that he has not in general 
done so nor can for a considerable time do 
so even if he so wishes. Nor, of course, can 
he do much to alleviate further the irregu- 
larities of even the best crossings and 
points So, for a time at least, we must 
endeavour to lighten the blows struck on 
rails by the wheels of the train. We are 
concerned with the effect on the vehicle 
and on its precious contents the passengers 

-of the blow both mechanically and 
acoustically 

Mechanically, because whatever spring- 
ing or cushioning is used, the reaction of 
the blow has some effect on the axle bear- 
ing, the axlebox, and on the bogie, being 
eliminated perhaps only at the seat cushion 
springs ; acoustically, because the blow 
makes a noise which is carried to the pas- 
senger not only through the structure of 
the vehicle but even more through the 
surrounding air—an effect accentuated in 
tunnels by reflection. 

It is necessary to improve these condi- 
tions by reducing this unsprung weight. 
Hollow axles offer some assistance—they 
are lighter and their manufacture tends to 
produce that compressively stressed outer 
surface considered now to be desirable for 
wheel seats. A_ pre-stressed wheel seat 
alone renders a lighter, that is, smaller axle 
possible if existing factors of safety are con- 
sidered sufficient. It is by no means certain 

_ that the normal axle dimension practice is 
good enough for the probable higher speeds 
of the future. 

For tyred wheels a high tensile forged 
aluminium-alloy wheel centre may be a 
possibility—-a matter for exploration. 

Lateral blows of wheels on rails may be 
reduced, as has been shown by the L.M.S.R. 
and others, by using less coning on the 
treads, and non-metallic blocks will produce 
smoother tread surfaces where braking is 
frequent and give a quieter rolling action. 
On this last proposition, much information 
is accumulating, not all favourable, but all 
bringing the problem into focus and, on 
the whole, steadily advancing the art of 
braking. I believe the answer will be found 
in reducing the brake-block pressures and 
doubling the number of blocks and selecting 
carefully the material for both block and 
tyre. 

In the United States a successful attack 
has been made on this wheel problem, at 
least for street cars or trams, by separating 
the wheel centre into two parts—that carry- 
ing the tyre and that carried by the axle— 





* Abridged. Delivered on September 25 


and interposing between these parts rubber 
in shear for vertical load and in compression 
for laterat load. 

On the mounting of bogies on axleboxes 
British (and largely European) practice 
diverges from American. In this country 
bogies are built with axleboxes connected to 
the frame by half-elliptic springs with spiral 
or rubber auxiliary springs and provide a 
swing bolster with spiral springs. The 
practice of fitting a half-elliptic spring over 
the axlebox is not necessarily perfect, as 
the bulk of the spring itself adds something 
to the unsprung weight. 

London Transport is experimenting with 
an alternative method, with a view to 
reducing this effect by transferring the 
main weight of the spring to the bogie 
frame and making it thereby spring-borne. 
In America, bogies are running in which 
horn guides are dispensed with and the 
axleboxes held in position by radius rods 
with rubber connections to box and frame. 
This eliminates a wearing: point and a 
possible source of noise. 


Brakes 

Perhaps the biggest noise-maker and 
wear-producer on a bogie is brake rigging. 
The unit brake cylinder has been described 
many times. Suffice it to say that: it is 
quiet and not prone to trouble. The 
Americans have long used bogie-mounted 
cylinders but this still leaves the bogie 
rigging in some form. The American 
bogie mentioned already uses a disc brake 
on the axle, engaged by non-metallic shoes 
actuated by an air cylinder built into the 
assembly. This eliminates the rigging and 
at the same time avoids braking on the 
tyre, which has been found troublesome 
at very high speeds. Unfortunately, the 
discs must be ventilated and so are built 
as fan impellers, with a result that the 
tractive effort required to haul ten cars so 
fitted at high speed is equal to that needed 
to haul twelve cars with normal brake 
mechanism. 

The next subject to consider is the coach : 
The normal British compartment stock is 
under fire in many quarters. The American 
sleeping-car or, rather, the car which is 
used for night as well as day travel, is 
under fire, too. New designs combining 
privacy with comfort are revolutionary and, 
as far as one can judge, most attractive. 
There may be little need here for such 
combined-service cars, unless they are 
used for day travel in one direction and 
night travel in the other, but the designs 
are well worth study. 

Whatever form of body design is adopted, 
there will be a number of common denomi- 
nators—interior finish, fittings, windows, 
ventilation, lighting, to mention a few. 
A new world is opening on,finishes. The 
plastics industry offers much to railways, 
some of it good. Plastics may take the 
form of cloth, such as nylon fabric, paints 
and varnishes, and sheet material. Paints 
and varnishes of the future should be 
more durable and perhaps may become 
more interesting in appearance. The sheet 
materials will be legion. Most surfaces 
on a railway get scratched and the usual 
practice is to restore the damage by. re- 
finishing. If plastic materials are to be 
used, this cannot be done except by 
replacement. Unless, therefore, very hard 


plastic sheet can be produced, we shall 
have to devise surfaces which do not get 
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scratched, say by ribbing or otherwise 
breaking up the flatness. 

The moulded plastic fitting has long been 
known, but the examples of past practice 
can but lead us to be very much more 
careful in the future about design forms 
So-called leathercloth is taking new forms, 
using plastic materials, and, if the car js 
designed to take it as a basic part and not 
as an afterthought, this material has 
possibilities. Another material for finish 
is anodised aluminium, with its charming 
colour possibilities and literally sapphire- 
hard skin. So it may be possible to avoid 
wood and yet not revert too much to paint 

For fittings, few like chromium plate 
as much as formerly. Stainless steel offers 
an alternative, and modern metal-loaded 
cellulose sprays provide a bright and durable 
finish where too much rough handling 
need not be expected. For windows, glass 
is needed but, even here, some progress is 
possible, it seems, as in the United States 
double window glass is being used, the 
two sheets are joined together hermetically 
with a space between in which a drying 
agent is placed : it is said that heat is kept 
out, and in, and that such windows do not 
fog up with moisture 

Power-operated ventilation is the only 
effective form. Air-conditioning with a 
mainly closed circuit should be the objec- 
tive. 

Lighting has become a problem, mainly 
because of the available power supply 
The choice lies between filament lamps and 
fluorescent tubes. The fluorescent tube 
gives about three times the light of filament 
lamps for a given power consumption. 

The necessity of lights on a stationary 

train would seem to preclude the axle- 
driven alternator as a sole source of supply 
but it may be arranged to charge a battery 
through a rectifier and to use an inverter 
from the battery when the train is standing 
Enough has been said to indicate the kind 
of the technical problem which appears not 
yet fully solved. 
’ There is, however, another problem, and 
that is how to use the fluorescent tube 
Filament lamps in simple fittings may be 
made features of design in themselves 
The fluorescent tube seems to require 
another treatment. It is so simple in itself 
and, in a sense, so featureless that either 
it has to form part of some strikingly) 
designed fitting or it has to be combined 
in the general architecture of the car, 
but it is not easy to combine such a lamp 
happily with the general design of com- 
partment stock. 

For car bodies in general, there is possibly 
a new medium in aluminium. 

The Americans claim good results with 
aluminium coal-wagons and this might seem 
to dispose of the main doubt, that is, 
whether corrosion would not shorten the 
effective life of aluminium rolling stock to 
an impracticable degree. Only the most 
painstaking care in selection of materials 
in design, and in preparation before erection 
could produce a good result. 

There remains the stainless-steel car 
adopted in America for  diesel-hauled 
trains where weight-saving is essential for 
economy in diesel-engine power. This 
adopts the stressed-body construction so 
unusual here but worthy of attention, even 
if stainless steel is not used. 

If designs are to be changed, now is the 
time to do it. In the coming era only the 
best can be considered good enough, 
speeds will be higher, and comfort standards 
will be rising. 

America and the Continent have much 
stock to build and they will not be content 
with reproducing old models. Comparisons 
are said to be odious—let us make them 
odious to others. 
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THE RAILWAY GAZETTE 


British Non-Stop Runs in the War Timetables 


A total of 98 runs was scheduled daily over 100 miles in length, 
* of which created world records in wartime with lengths from 
243 to 301 miles 





| e accompanying table there are detailed 
the runs which were booked in the 
1945 summer timetables of British railways 


to cover distances, exceeding 100 miles 
without intermediate stop. These time- 
tables, effective from May 7, are of interest 


in that they were prepared and came into 
operation before VE-Day, and were there- 
fore the last timetables of the war period. 
They show that in Great Britain, not merely 
a belligerent country but throughout the 


through journeys have been available over 
long distances, main trains have been 
scheduled without any stops other than 
those required for changing locomotives or 
crews, or for train examination, with reliev- 
ing trains making the intermediate stops. 
It is probable that in war conditions the 
longest runs rarely have been completed 
without signals stops at one or more 
points, but from the operating point of 
view they have been non-stop journeys and 


BRITISH NON-STOP RAILWAY RUNS EXCeEDING | 100 MILES, SUMMER, 1945 


Runs between Distance 
L.M.S.R. miles 
Euston—Carlisle (Kingmoor) ... ane ae 301-1 
Carlisle (Citadel)—Euston sa ; yas 299; 1 
Willesden Jc.—Carlisle (Citadel) ie wes 293-7 
Carlisle (No. 12 Box)—-Watford on = 280-3 
Glasgow (Central)-Crewe.... ue bps 243-3 
Euston-Lytham =e : ins 222-8 
Euston-Preston : na es me 209-1 
Manchester—Euston (via Stockport) = os 188-9 
Manchester-—Euston (via ane a ie 188-5 
Euston-Stockport aa ne oon re 183-0 
Crewe — a ae vies ‘a 180-7 
Chester—Euston.. bc ‘a Pre ms 179-2 
Euston—Crewe ... : Kin ; ene. 158-1 
Euston-Stoke-on- Trent. ad a oes 145-9 
Crewe-Carlisle (Kingmoor) ... ave = 143-0 
Crewe-Carlisle (Citadel) pom tie m 141-0 
Crewe-Watford = sa Ge 140-5 
Carlisle (No. 12 Box) Crewe at 139-8 
Euston-Stafford - sae ; 133-6 
Stoke-on-Trent Watford ont mati in 128-3 
Crewe—Penrith . ” a re 123-2 
Carlisle Glasgow ‘(St. Enoch) i. 115-5 
Glasgow (Central)—Carlisle* ... AE 115-3 
Carlisle (Kingmoor) aed vag Enoch) fs 113-5 
Crewe-Bletchley mae me 111-4 
Beattockt—Perth . ome "3 titel 
Euston-Tamworth 110-0 
Mossley Hill-Rugby = nes . eae 107-1 
Wigan-—Carlisle (Citadel) see 105-2 
Glasgow (Central)—Carlisle (No. 12 Box) a 103-5 
L.N.E.R. 
tGrantham—Newcastle ... en se wei 162-8 
tDarlington—Peterborough oe ion ne 155-9 
tGrantham—Darlington ... sea ee aon 126-8 
Newcastle—Edinburgh ... old me ses 124°-4 
Peterborough-York ... one ava ie 111-8 
Kings Cross-Grantham iets ae Pad 105-5 
G.W.R. 
Plymouth—Paddington ... : ae , 225°5 
Teignmouth—Paddington see aie an 188-5 
Paddington-Exeter oan a ane vi 173-5 
Paddington—Taunton ons ee wae 142-7 
Exeter—Reading re aad ws a 137-5 
Paddington—Newport ... oes ove ae 133-4 
Paddington—Bath tin a a aut 106°9 
Reading-Taunton om - +e sions 106-7 


t Stop for bank engine. 
at York if 


* Via Dumfries. 


war period directly exposed to enemy 
attack, a total of 98 trains daily was 
scheduled to make non-stop runs of over 
100 miles, and that there were 35 additional 
runs at week-ends, many of which were 
made daily or at least three times weekly 
during the busiest summer periods. Still 
more remarkable is that at least five of these 
journeys were the longest in the world, 
exceeding by a considerable margin all the 
longest non-stop runs in the United States, 
conditions on the railways, other 
than density of traffic, have been nearer to 
normal than in any other of the belligerent 
ountries 

Throughout the latter part of the war 
there has been a tendency in Great Britain 
to increase the number and length of the 
runs made without intermediate stop. 
Where full passenger trainloads over 


where 


No. of runs Fastest 
| 
Daily Not Traim Time Speed 
daily | 

min. m.p.h, 

! 8.40 p.m. D 385 46-9 
| 12.23 p.m. U 387 46-4 
! 8.14 p.m. D 378 46°6 
! 12.25 a.m, U 364 46-2 
! 9.30 p.m. U 343 42-6 
1 11.05 a.m. D 317 42:2 

1 3.55 p.m. D 271 46-3 

1 9.45 a.m. U 245 46-3 
I 2.00 p.m. U 247 | 45:8 

1 12.20 a.m. D 236 46-6 
2 10.43 p.m. D 236 | 45-9 
1 10.20 a.m. D 237 | 45-4 

19 7 5 trains U 189 | 50-2 
| 9.50 a.m. D 187 | 46-8 

1 12.50 a.m. D 192 44-7 
16 ! 4.23 p.m. D 182 | 46-5 
3 I | 4.25 p.m. U 168 | 50-2 
2 I2.14a.m.U | 193 | 43-5 
2 ! 5.38 p.m. D 160 | 50-1 
1 11.10 a.m. U 152 | 50-7 
l 1.33 a.m. D 165 44-8 
| 5.15 a.m.D 167 41-5 

1 .10p.m.U | 177 | 39-1 

I 4.09 a.m. D 161 | 42-3 
| | It.l4am.U 136 | 49-2 
| 2.50 a.m. D 156 | 42-7 

1 11.00 p.m. D 132 50-0 
1 2.13 p.m. U 138 46-6 
2 1 | 12.24a.m.D 141 44-8 
1 9.08 p.m. U 149 41-7 
1 12.24 a.m. D 206 | 49:5 
! 8.43 a.m.U 189 | 49°5 

3 12.00 noon D 155 49-1 
7 I | 11.I2am.D 157 47-4 
3 I 2.14 p.m. D 135 49-7 
12 5 7.51 p.m. U | 129 49-1 
1 12.05 p:m. U 310 | 43-6 

! 12714p.m.U | 236 | 47-9 

2 I 10.30a.m.D | 210 | 49°6 
2 3 10.40a.m.D | 170 | 50-4 
1 12.48 p.m. D 174 | 47°4 

3 s 8.20a.m.U | 160 | 50-0 

1.15am.D |) 

3 1| 5:050.m.0 If 125 51-3 
1 1.40 p.m. U 135 47-4 


t These runs include time to stop for a change of engine-crew 


necessary 


have had the advantage of keeping the 
trains concerned out of the platform 
accommodation at busy. junctions on the 
routes concerned. In this category comes 
the noteworthy group of L.M.S.R. runs, 
two in each direction daily, between Euston 
and Carlisle. The longest run in the world, 
of 301-1 miles from Euston to Kingmoor 
Sidings, Carlisle, has been made by the 
8.40 p.m. sleeping-car train, run to Glasgow 
for Service personnel only ; and a journey 
of 280.3 miles, from Carlisle to Watford, 
has been made by the corresponding up 
‘sleeper’ (9.27 p.m. from Glasgow, St. 
Enoch). The up wartime counterpart 
of the “ Royal Scot,” at 10 a.m. from 
Glasgow Central, has continued in war its 
peacetime non-stop run from Carlisle 
passenger station to Euston, 299-1 miles, 
though, of course, at a much lower speed. 
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The fourth of these runs has ae by a 
nightly leave train for B.L.A. men on 
leave, non-stop over the 293-7" miles from 
Willesden to Carlisle. These wartime runs, 
ranging in duration from 6 to 63 hr., 
probably have created world records also 
for continuous locomotive manning with 
single crews on express passenger trains. 
In addition, the 9.30 p.m. sleeping-car 
train from Glasgow to Euston has continued 
to run with one intermediate stop only, for 
locomotive purposes, at Crewe; and the 
corresponding northbound train, at 9.15 
p.m. from Euston, has similarly called only 
at Crewe, and at Beattock for banking 
assistance to Beattock Summit. 

Apart from a non-stop run on Saturdays 
only, from Plymouth to _ Paddington, 
G.W.R. (225-5 miles), the L.M.S.R. has 
been responsible for the nine longest daily 
non-stop journeys, with three additional 
week-end runs. The longest daily G.W.R. 
runs have been those of the ‘“ Cornish 
Riviera Limited’’ in both directions 
between Paddington and Exeter, 173-5 
miles. On the L.N.E.R. there have been 
four daily runs missing York passenger 
station, and although there has been a 
nominal stop for change of engine-crew, an 
actual stop has not always been necessary. 
Of them, the longest has been the 162:8 
miles from Grantham to Newcastle of the 
10 p.m. night express from Kings Cross to 
Edinburgh (Waverley). As compared with 
the L.M.S.R.61 daily and 20 week-end runs, 
there have been 26 and 8 respectively on 
the L.N.E.R., and 11 and 7 on the G.W.R. 
a total of 98 dailf non-stop journeys of 
between 103 and 301 miles, and 35 more 
at the week-ends. The start-to-stop speeds 
scheduled for the most part ranged between 
45 and a maximum of 50-7 m.p.h. 





SOUTHERN RAILWAY PosT-waR PASSEN- 
GER CoacH.—tThe first of the Southern 
Railway post-war passenger coaches has 
been on view to the public recently at 
Waterloo Station, and is to be on view at 
Victoria Station during October 5 and 6, 
from 9 a.m. to 6 p.m. A number of such 
vehicles is being built for use between 
Waterloo, Bournemouth and the West of 
England; in due course they will be 
extended to other services. Several new 
features are incorporated in the design and 
the public is being invited to inspect the 
coach and to record its comments. The 
coach provides for four first and three 
third class compartments, accommodating 
48 passengers.» Outside doors to the com- 
partments have been eliminated, but inter- 
mediate doorways are provided between 
third and first class sections, in addition to 
doors at each end of the corridor. Diffused 
electric lighting is fitted in compartments, 
and there are electrically-heated foot- 
warming panels under the compartment 
floor rugs. A ventilation air-duct has been 
provided in the upper part of the corridor 
partition with which roof torpedo extractors 
are connected; an air grille is fitted in 
each compartment over the corridor door- 
way. It is hoped to publish further details, 
and illustrations, in our next week’s issue. 


RETURN RAIL TICKETS IN ErIRE.—The 
issue of ordinary return tickets was intro- 
duced on the railway system of the Irish 
Transport Company on Monday, October 1. 
The issue of return tickets was suspended by 
the Great Southern Railways from April 24, 
1944, when the railway service was reduced 
to its lowest level of the emergency period, 
with train services on two days a week only 
(Mondays and Thursdays). Full details of 
the reductions were given in our issue of 
April 28, 1944, page 449. 
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Asking the Public 


The L.N.E.R. and New York Central System are seeking 


passengers’ assistance in designing future coaching stock 


HE management of the London & 
North Eastern Railway has got down 
seriously to post-war 


passengers into their requirements re- 
garding railway travel in the future. The 
quiz, which was initiated on September 11 
operated for three weeks, was carried out 
by means of a booklet entitled ‘‘ Design 
for Comfort,’’ giving particulars of the 
company’s proposals in connection with 
the design of its new standard passenger 
coaches, which were illustrated in our 
issues of January 19 and August 24. De- 
tails of these coaches may be modified if 
the results of the quiz indicate that such 
a course is justified to accord with the ex 
pressed wishes of the travellers. 

The booklet contains twelve questions 
with alternative illustrations affecting 
passenger coach design and train catering 
services, and it was distributed on the prin- 
cipal day and night trains between the 
London termini and the provinces. For 
convenience in analysing passengers’ pre 
ferences, twelve lettered and _ illustrated 
questions were given, to which answers 


business by the 
innovation of a “‘ quiz ’’ of its main-line 


were marked on the lettered squares pro- 
vided on the last page, and returned to the 
company with any other suggestions 
which passengers where invited to put for- 
ward. The first question dealt with the 
ever-fresh controversy as to the prefer- 
ence of passengers for travelling in ar 
open vehicle or closed compartment, and 
the result of the quiz on this subject 
when made known, wili certainly be of 
interest and value for the guidance of 
railway managements in this country 
the last question deals with the catering 
aspect, and passengers were asked to state 
the type of meals which they prefer, 
namely : — 

1. Five course table d’héte? 

2. Three course table d@’héte? 

3. Grills etc. @ la carte in dining car? 

4. Light meals in buffet car? 

At the moment, however, it seems that 
such a happy development as this can be 
looked on only as a shadow ot pleasures 
which we hope may return in due course 
Other typical pictorial questions in the 
booklet are reproduced on this page. 

The new standard coach embodies novel 
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1 As now? 2 Deeper? 





3 Wider and Deeper? 
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features designed to increase comfort and 
convenience of travellers which include: — 

1. Four entrance doors, connected by 
transverse passages, dividing the coach 
into three sections; the advantages, it js 
stated by the company, of this arrange- 
ment over the end-door coach used 
hitherto are five-fold, namely :— 

The average distance between door and 
seat is very much reduced; 

Except in the case of the compartment 
it each end of the eoach the movement 
between door and seat may be made with- 
out passing another compartment, and in 
the case of the end compartments only 
one other compartment need be passed; © 

The transverse passages provide con- 
venient passing places for travellers pro- 
ceeding along the corridors in opposite 
directions; 

Congestion on the platforms is reduced 
when passengers are entering and alight- 
ing from the train; 

Greater privacy is afforded around the 
toilet compartments at each end of the 
vehicle. 

2. The windows are 3 inches deeper and 
6 inches wider than usual, so as to give 
a better view of the scenery en route, 
while on the corridor side the pillars 
between the outside windows are now 
placed opposite the partitions dividing 
the compartments so as to give an un- 
restricted view across the corridor. 
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—or a large rack 
and a small one 
underneath? 
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Restful colours? 





—or gay colours 
and patterns? 
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L.N.E.R. brochure ‘** Design for Comfort” 
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[hese proposals afford many improve- 
ments, but if an additional door were pro- 
vided at each end of the corridor and the 
coaches marshalled with the corridor 
alternately on the right- and left-hand 
sides of the train, access to and from the 
hes would be much facilitated. 


New York Central Investigation 

similar steps to ascertain passengers’ 
views regarding post-war travel comforts 
ire being adopted in America, and the 
United States railroad systems, as well as 
the car and .equipment companies, are 
making active preparations for improv- 
ing and popularising passenger travel by 
pianning new rolling stock replete with 
up-to-date features. The New York Cen- 
tral System has already sounded its travel 
lers by means of three questionnaires on 


c 


the subject of day coaches, dining, and 
sleeping cars. The object of the ques- 

nnaires is to obtain the likes and dis- 
likes of travellers for the guidance of New 


York Central car designers, stewards, 
hefs and commissary departments. The 
last of the three questionnaires was that 
iffecting the dining car, and to which we 
referred briefly in our issue of July 27; a 
series of illustrated alternative questions 
et out in a brochure somewhat on the 
plan of the booklet containing the 
L.N.E.R. quiz, but on a much larger 
scale, and includes inquiries as to the 
travellers’ tastes for recorded music, 
motion pictures and telephone facilities. 

[he first subject put before the Ameri 
in public relates to the marshalling of the 
rain: a sketch of a ten-car train is pro 
ided to illustrate the questions which are 
In what part of the train would you like 

have the dining car located? In 
vhat part of the train would you like to 
have the lounge car located?—front, 
entre, or rear? Then follows a further 
question on marshalling. Would you pre 
er to have the dining car and the lounge 
ir located next to each other, or would 
ou prefer to have them _ separated? 
Sketches are given showing a dining car 
ind a lounge car marshalled in sequente, 

| the alternative, showing two ordinary 
irs marshalled between the dining car and 
the lounge car, the object of the latter 
rangement, it is presumed, being to en 
sure that no culinary odour escapes from 
the kitchen into the lounge car. 

The thoroughness of the investigation 
by the N.Y.C. can be appreciated when 
it is realised that the questions total sixty- 
line, the imquiry extending even to the 
type of plate a passenger prefers for a 
meal. The questions posed on this detail 
ure If the entrée and vegetables are 
served on one plate, which type of plate 
meets approval, a partitioned plate or a 
standard dinner plate? For passengers 
vho have no preference a space is pro- 
vided in which they can record their in- 
litference. We reproduce a few of the 
questions, but we have refrained from re- 
producing any of the delectable menus, as 
they would be too tantalising and perhaps 
provocative in the reduced gastronomic 
conditions now ruling on this side of the 
\tlantic. The menus, however, cover an 
extensive dietary, and three alternative 
menus are given for each of the three main 
meals—breakfast, luncheon, and dinner- 
and there is the further choice of a la 
carte for each occasion. 

One of the concluding features in the 
New York Central brochure is the Sneers 
& Cheers Department, which invites praise 
ind criticism of various features of the 
New York Central existing passenger ser- 
vices. The brochure concludes with 
1 courteous ‘‘ THANK You for helping us 
design the post-war dining car.’’ 
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PLEASE BE SEATED... to please yourself 


Which seating arrangement do you prefer for two? 














nA 














FACING SIDE BY SIDE __ " FACING — 
(TABLE cross. [_| (TABLE LENGTH. [_] (TABLE LENGTH. [_| 
WISE IN CAR) + WISE TO CAR) 2 WISE TO CAR) 3 


IF NO PREFERENCE, CHECK HERE [ | 
a 


Suggested choice of seating arrangements 


Which of these arrangements do you prefer for feeding children on trains? 











PARENTS MAY SHARE SMALLER PORTIONS CHILDREN'S 
THEIR PORTIONS SERVED CHILDREN SPECIAL MENU 
WITH CHILDREN AT REDUCED COST 

4 
1 2 


Optional menu schemes 


FORMALITY or SIMPLICITY 


Which type of dining car do you prefer? 














cr 


LUNCH COUNTER CAR | | 1 STANDARD DINING CAR [ | 2 
Counter or table service 


Reproductions of three questions from the New York Central 
questionnaire. Note the boxes for marking the answers 
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THE RAILWAY GAZETTE 


Centralised Traffic Control in New Zealand 


Very satisfactory results have been achieved on some 40 route 
miles of line and a further 89 route miles are being equipped 


By G. W. Wyles, A.M.1.E.E., M.1.R.S.E.. 


Signal & Electrical Engineer, New Zealand Government Railways 





North Junction, where the double line from Paekakariki becomes 


single through tunnels looking 
signal 


CENTRALISED traffic control—gener 

ally now referred to for convenience 
as C.T.C.—working was first used in New 
Zealand in 1938, in an installation which 
controlled 6}? miles of single line and in 
cluded a crossing loop and a single line 
section on each side. A further small 
installation, covering 8} miles of single 
line with a crossing loop, was brought into 
use in 1939. These two installations were 
followed in 1940 by a larger one extending 
from Wellington to Paekakariki, more 
particularly described in this article, 
although a brief reference to one of the 
two earlier installations, which are similar, 
may not be out of place. 

Fig. 1 shows the general layout of the 
system installed between Taumarunui and 
Okahukura, extending from the departure 
signal No. 56 L. at Taumarunui to the 
departure signal 40 R. at Okahukura and 
including the operation of points and sig 
nals at the passing station of Taringa- 
motu. The control panel is in the signal 
box at Taumarunui and calls for no par- 
ticular comment; it is of the standard 
type with an illuminated diagram, operat- 
ing keys and buttons together with an 
automatic train graph. The _ traffic 
handled consists of approximately 20 up 
and 20 down trains a day. 

The Wellington-Paekakariki  installa- 
tion, some 24 miles long, is shown in 
Fig. 2 which gives the layout of all 
signals and points. The system is the 
3-wire circuit code, which is faster in 
operation than the 2-wire and more suited 
to the dense traffic conditions obtaining 
on this section, which carries suburban, 
main line and goods traffic. The condi- 
tions under which the C.T.C. system 
works are rather unusual for a local sec- 
tion and provide an excellent means of 
ascertaining the advantages that can be 
obtained by the use of C.T.C. in railway 
operation under anything but ideal con- 
ditions. 

The line is 
Wellington main route. 


part of the Auckland- 
It leaves Wel- 


towards 


481 


Wellington, showing 


lington on a grade of approximately 1 in 
110 and runs along the sea coast from 
Porirua to Paekakariki. It is compara- 
tively level from Tawa Flat to Plim- 
merton and rises to a height above sea 
level of 267 ft. The grades from Plim- 
merton to Pukerua Bay are 1 in 57 and 
1 in 56, and down grades of 1 in 66 to 
Paekakariki, which is at approximately 
sea level. The line is subject to heavy 
winds and, being in close proximity to 
the sea, the effect of salt spray on insu- 
lation has to be contended with. Until 
1940 the whole of the line beyond Tawa 
Flat was single with crossing loops, but 
to provide for increased traffic, the Plim- 
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merton to Paekakariki section has been 
doubled, with the exception of the tunne] 
section on the Paekakariki bank. The line 
is operated electrically on the 1,500-volt 
d.c. overhead system. The three C.T.C. 
operating wires are 200 Ib. copper on large 
Post Office-type insulators, except at the 
Wellington end, where a three-core cable 
is used through the yard there and the 
3} mile length of tunnels between \el- 
lington and Tawa Flat. The main con- 
trol panel, shown on page 345, is located 
in the Traffic Office at Wellington and 
operated by members of the District 
Traffic Manager’s staff. It consists of an 
illuminated diagram, below which are the 
operating keys for points and signals and 
the key for changing to automatic opera- 
tion when desired. A train graph is pro- 
vided. The operator not only works the 
C.T.C. machine but acts as the train 
controller for the 87 miles of line to 
Palmerston North. To provide against 
any emergency, so-called trouble rooms 
have been installed, to enable the train 
control work to be sectionalised as 
required, in case of need. 


Traffic Operation 


The normal signalling of through trains 
is entirely under C.T.C. control, but 
apparatus is provided to enable shunting 
at Porirua, Paremata, Plimmerton, and 
Pukerua Bay to be carried out locally by 
the train crews. This consists of a switch 
lock and manual lever on the siding 
points, together with an_ electrically 
operated panel for working the main-line 
points and signals. The arrangement is 
shown diagrammatically below and illus- 
trated on page 345. 

The method of operation is for a release 
to be given by the train control operator 
in Wellington, when requested by the 
train crew, after which the necessary 
points can be worked for shunting pur- 
poses by the use of the keys provided in 
the local panel, or by the mechanical 
switch-locked lever in the case of siding 
points. When shunting is completed the 
switch lock and local control’ key are 
placed to normal and the train controller 
advised, who then replaces his release key 
and once more takes control of all points 
and signals. The small diagram indica- 
tions are illuminated so that there is no 
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installed at Porirua, Paremata, 
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difficulty in the train crews operating the 
equipment at night time. It will be 
appreciated that with these arrangements 
there is no necessity to staff stations for 
signalling purposes. The average number 
of trains passing over this section during 
24 hours is from 40 to 45 in each direc- 
tion. There has been no difficulty in 
handling this amount of traffic, although 
to have dealt with it efficiently in any 
other way than by C.T.C. would have 
involved the provision of a number of 
signal boxes. 

A view of the North Junction is given 
at the head of this article and shows the 
kind of country met with between Puke- 
rua Bay and Paekakariki. It will be 
seen that the line runs along the side 
of a cliff, and that to have dupli- 
cated the tunnel section would have 
involved extensive tunnel and _ earth 
works. A typical cabin for housing the 
equipment as installed at Plimmerton is 
shown on page 345 and the interlocking 
relays it contains are illustrated below. 
Storage, coding and line units, together 
with a rectifier, are shown herewith, with 
the rack carrying the equipment, the usual 
arrangement. 


Successful Results and Extensions 

The results of C.T.C. operation on what 
may reasonably be claimed to be a diffi- 
cult section, both in regard to location 
and layout, have been an _ unqualified 
success. A further 80 miles of C.T.C. are 
being installed on a single-line section of 
the Wellington-Auckland main trunk line 
between Frankton Junction and Tauma- 
runui, together with an additional 9 mile 
section on the west coast of the North 
Island at New Plymouth; these installa- 


tions will be on the 2-wire time code 
system. 
From the results obtained in New 


Zealand, as well as in America, it would 
appear that C.T.C., together with the pro- 
vision of long crossing loops located in 
appropriate positions, can provide facili- 
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Line coding and storage-relay units, with rectifier, at Pukerua Bay 


ties which will postpone or ‘eliminate the 
necessity for doubling in the future. The 
experience that has been gained on the 
New Zealand Government Railways shows 
that in this way great contribution can 
be made towards increasing the capacity 


of a line and improving the efficiency of 
the traffic operation over it. 

The whole of the C.T.C. equipment 
described above was supplied by the 
Westinghouse Brake & Signal Co. Ltd., 
London and Chippenham. 











Group of interlocking relays in apparatus cabin at 


Plimmerton 








UNITED RAILWAYS OF THE HAVANA & 
REGLA WAREHOUSES LimITED.—Meetings 


of the six classes of debenture holders of the 
United. Railways of the Havana & Regla 
Warehouses Limited approved the proposed 
loan capital reorganisation scheme by large 
majorities on September 26, subject to sanc- 





tion by the Court. Later on the same date 
an extra-ordinary meeting of shareholders 
also approved the scheme and passed resolu- 
tions authorising the creation of the new 
capital contemplated by the plan, and the 
change of the company’s name to United 
Railways of Havana Limited. This meet- 


ing also approved, conditionally on the 
scheme being sanctioned by the Court and 
becoming operative, alterations in the 
articles of association to give effect to the 
plan. Details of the scheme were given on 
page 277 of The Railway Gazette for Sep- 
tember 14. 
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PERSONAL 


ASSOCIATED ELECTRICAL INDUSTRIES 
LIMITED 
Captain the Rt. Hon. Oliver Lyttelton, 
P.C D.S.O., M.C., M.P., has been ap- 
pointed Chairman of Associated Electrical 
Industries Limited in succession to Sir 


Felix J. C. Pole, who has resigned because 
of eve trouble. 

Sir Felix Pole, who had been Chairman 
since 1929, will remain on the Board and 
has been appointed Deputy Chairman. 


Harold Macmillan has rejoin- 
ed the board of the Great Western 
Railway Company. 


ra 


Lord Woolton has been appoint- 
ed a Director of the London Mid- 
land & Scottish Railway Company. 
Lord Woolton was Minister of Food 
until 1943, and then Minister of 
Reconstruction in the Coalition 
Government. 


Mr. T. E. Baring has joined the 
boards of the Leopoldina Railway 
Co. Ltd. and the Leopoldina Ter- 
minal Co. Ltd. 


Sir Andrew Dpncan, M.P, who 
was Minister of Supply in the late 
Government, has_ rejoined the 
board ‘of Imperial Chemical Indus- 
tries Limited. 


The late Mr. Albert Evans 
Pullar, who until 1943 had been 
for over 44 years a Director of the 
Highland and London Midland & 
Scottish Railway Companies, and 
who was a member of the Scottish 
committee of the L.M.S.R. in 
Glasgow, left £177,570. 





Mr. James Carson has_ been 
elected a Director of Stewarts and 
Lloyds Limited and appointed 
Assistant General Managing Direc- 
tor in charge of tube production, 
to take the place of Mr. A. G. 
Stewart, now Chairman & General 
Managing Director. 





RAILWAY STAFF 
CHANGES 
General Manager's Department 

Mr. G. Wynne Davies, Assistant 
Secretary, to be Assistant Public Relations 
& Advertising Officer. 

Mr. E. W. Belcher to be Assistant to the 
General Manager (Hotels & Catering), to 
whom all matters relating to the company’s 
hotels, and to catering contracts generally 
should be addressed, at Waterloo Station. 


SOUTHERN 


Traffic Department 


Mr. H. A. Short, Docks & Marine Mana- 
ger, to be Deputy Traffic Manager, in suc- 
cession to Mr. H. E. O. Wheeler, who has 
retired. 

Mr. J. Bridger, Assistant Divisional 
Superintendent, London Central Division, to 
be Divisional Superintendent, in succession 
to Mr. C. J. C. Latham, who is retiring. 


Docks & Marine Department 


Mr. R. P. Biddle has resumed his duties 
as Docks & Marine Manager, on release from 
Government service. 

Mr. F. J. Wymer, Assistant (Planning) to 
the General Manager, to be Assistant Docks 
& Marine Manager. 





RAILWAY 
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NEWS 


Mr. Michael Hugh Barrie Gilmour, 
Assistant Solicitor, Great Western Railway 
Company, who, as recorded in our August 3 
issue, has been appointed Solicitor to the 
Company, was born in 1904 and was educated 
at Leighton Parkandabroad. From 1923 to 
1929 he was articled to Mr. A. S. Chetwood 
of Minet, Pering, Smith & Company, 
solicitors. In February of the latter year 





he was admitted a solicitor, and in Decem- 
ber joined the staff of Mr. A. G. Hubbard, 
the solicitor to the G.W.R., in the Parlia- 
mentary & General Department. 


Between 





Mr. M. H. B. Cilmour 


Appointed Solicitor, Great Western Railway Company 


1931 and 1935 he represented the company 
on all parts of the system in numerous 
objections to applications for licences under 
the Road Traffic Act, 1930, and the Road & 
Rail Traffic Act, 1933. He assisted in the 
company’s successful opposition to the 
Severn Bridge Bill in 1936 and was engaged 
in general and Parliamentary work from 
that year until 1940, when, in July, he 
joined the R.A.F.V.R. He served in the 
Ministry of Aircraft Production and under- 
took special investigations for the then 
Minister, Lord Beaverbrook, but was 
released from the R.A.F.V.R., with the 
rank of Squadron Leader, at the request of 
the Minister of War Transport, in Septem- 
ber, 1941. In that month he was appointed 
Parliamentary, Rating & General Assistant 
to the Solicitor, G.W.R., and at the same 
time became a Parliamentary agent. He 
was appointed Assistant Solicitor to the 
company in 1943. 


The appointment of four senior officials 
to be Special Directors is announced by 


SECTION 





Dorman, Long & Co. Ltd. They are Mr. 
G. E. Chicken (Commercial Manager), Mr. 
J. F. Pain (Manager, Bridge Department), 
Mr. F. L. Shepherd (Operations Superin- 
tendent, Iron & Steel Works), and Mr. L. 
Shuttleworth (Manager, Distillation & By- 
Products Department). 


Mr. W. P. Allen (General Secretary of the 
Associated Society of Locomotive Engineers 
& Firemen) and Sir George Etherton (a 
member appointed directly by the Minister of 
Health, of the Railway Assessment 
Authority) have been appointed 
Commissioners under the Requisi- 
tioned Land & War Works Acts, 
1945. 


Mr. T. B. Welch, Chief Mechani- 
gal Engineer, Nigerian Railway, 
is in England on leave. 


Mr. Ralph Alsop, Managing 
Director of the Consett Iron Co. 
Ltd., has resigned that position, 
but retained his seat on the board 


Sir Nigel L. Campbell (Deputy 
Chairman of Stewarts and Lloyds 
Limited) is to be Chairman of the 
Development Areas Treasury Ad- 
visory Committee. The other 
members will include Mr. George 
Wansbrough (Chairman of A. 
Reyrolle & Co. Ltd.). 


Mr. C. J. A. Galloway, London 
Works Manager of Keith Blackman 
Limited, has been elected a Direc- 
tor of the company. 


At the September meeting of the 
Council of the Public Transport 
Association, Mr. J. S. Wills, an 
Executive Director of the British 
Electric Traction Co. Ltd., was 
elected Chairman of the Council. 
Mr. S. Kennedy, a Director of 
Thomas Tilling Limited, and Mr. 

. H. Watts, Managing Director 
of Red & White Services Limited, 
were elected Vice-Chairmen of the 
Council. 


Sir Clive Baillieu (President 
of the Federation of British 
Industries) and Lord Dudley 


Gordon (Chairman of Hadfields’ Limited) 
are to lead a party of British indus- 
trialists, representing the Federation 
of British Industries, on a visit to Paris, 
at the invitation of the French Govern- 
ment. The party will include also Mr. 
E. C. Holroyde, President of the British 
Electrical & Allied Manfacturers’ Associa- 
tion. 


The retirement has taken place of Mr. 
J. H. Child, District Electrical Engineer, 
Parkeston Quay, L.N.E.R., in which 
position he was responsible to the Electrical 
Engineer, Southern Area, for the electric 
lighting and power installations in the 
Eastern Counties of the system, including 
particularly the port installations at 
Parkeston Quay. The whole of his railway 
service has been spent at Parkeston Quay 
where, after gaining some experience in 
the U.S.A., he was appointed Foreman in 
1904, and successively Assistant District 
Electrical Engineer, Resident Engineer, 
and District Eiectrical Engineer. 



















































































































































Colonel J. D. White 


Deputy General Manager, South African 
Railwavs & Harbours, 1940-45 


Colonel J. D. White, O.B.E., Deputy 
General Manager, South African Railways 
& Harbours, who, as recorded in our 
August 31 issue, has retired, was born in 
1884, and went to South Africa during the 
South African War with The Black Watch, 
before which he had been in the service of 
the then Caledonian Railway. In 1902 he 
was given an appointment with the former 
Natal Government Railways, and _ he 
remained in Natal after Union as a member 
of the staff of the South African Railways & 
Harbours. He gained experience of all 
forms of operating work particularly in 
connection with military movements, and 
in 1913 was commended by General Tim 
Lukin for his services during the Indian 
strike in Natal. He earned further praise 
from the G.O.C. the Imperial troops for his 
work in the embarkation and disembarka- 
tion of troops during the South African 
War. During the 1914-18 war he was 
responsible again for troop movements. 





Mr. G. E. Chittenden 


Assistant General Manager (Commercial), SouthAfrican 
Railways & Harbours, 1942-45 
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In 1925 he was appointed Road Transport 
Officer for the Union of South Africa, and 
in 1927 became Manager, Road Motor Ser- 
vices. He was made Acting System Mana- 
ger, Johannesburg, in 1931, and a year later 
was promoted to a similar position at Port 
Elizabeth. In 1936 he became System 
Manager, Durban, and in 1937 was trans- 
ferred to Johannesburg as Chief Traffic 
Manager. In November, 1940, Colonel 
White was appointed to the then newly- 
created position of Assistant General 
Manager (Operating), and in December of 
that year became Deputy General Manager. 
His term of office as Deputy General Mana- 
ger was extended for two years from 1943. 
He has served also as Second-in-Command 
of the Railways & Harbours Brigade. 


Mr. W. Heckroodt, M.Inst.T., Chief 
Traffic Manager, South African Railways & 
Harbours, who, as recorded in our August 
31 issue, has been appointed Deputy General 
Manager, from October 17, was born in the 
Orange Free State and joined the railway 
service at the age of 16. He started in the 
Transportation Department, rose through 
the clerical and stationmaster’s grades, and 
was appointed Welfare Officer on the Orange 
Free State System in 1927. In 1928 he was 
appointed Private Secretary to the Minister 
of Railways, and in 1932 Secretary to the 
Railway Board. In 1934 he became Staff 
Controller in the office of the General 
Manager. In 1936 he was transferred to 
Pretoria as System Manager, and three 
years later was appointed Chief Stores 
Superintendent, which position he held for 
nine months, after which he became Under- 
study to the Chief Accountant. In Janu- 
ary, 1940, Mr. Heckroodt was appointed 
Chief Accountant, and in 1941 he was 
selected for the post of Chief Traffic 
Manager. 


Mr. Gilbert E. Chittenden, Assistant 
General Manager (Commercial), South 
African Railways & Harbours, who, as 
recorded in our September 14 issue, has 
retired, was born in Klerksdorp, Transvaal, 
in 1892. He received his early education 
in England, returned to South Africa to 
matriculate at Potchefstroom College, and 
later passed his Intermediate B.A. examina- 
tion at the Transvaal University College. 
He entered railway service on the clerical 





Mr. J. M. Greathead 


Assistant General Manager (Technical), South African 
Railways & Harbours, 1940-45 
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Mr. W. Heckroodt 


Appointed Deputy General Manager, 
South African Railways & Harbours 


side in 1911, and served in the Staff, 
Financial, and Parliamentary Sections of 
the General Manager’s Office until 1923, 
except for a period when he served as a 
journalist in the Publicity Department, and 
while he was on active service in East 
Africa and Europe during the war of 
1914-18. During his service in the General 
Manager’s Staff Office Mr. Chittenden 
acted as Secretary of the First Appeal 
Board. After two years’ service as Assis- 
tant to Brigadier C. M. Hoffe, now 
General Manager, in the office of the 
Minister of Railways & Harbours 
and of the Railway Board, he 
was appointed, in 1925, to be Direc- 
tor of Publicity in London. He held 
that position for ten years, and his artistic 
flair and journalistic ability were of con- 
siderable account in his successful efforts 
to establish South Africa’s claims to 
notice as a premier land for travel. While 
in London he was associated closely with 





Mr. A. A. Ryan 


Appointed Hotels Superintendent, 
..E.R 


Southern Area, L.N.E.R. 
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Mr. Charles te Water, the former Union 
High Commissioner, in the work of re- 
building South Africa House. Before his 
return to South Africa in 1935, Mr. Chitten- 
den made extensive tours of investigation 
into general transport practices, and in 
particular into railway catering methods, 
in various European countries, in Canada, 
and in the U.S.A. After his arrival in 
South Africa he was appointed Assistant 
Catering Manager, and later he became 
Catering Manager. He was appointed 
Chief Stores Superintendent, in which capa- 
city he had been acting for the previous 
eight months, on January 1, 1941, and 
became Assistant General Manager (Com- 
mercial) in 1942. 


Mr. J. M. Greathead, M.C.,;B.A., Assistant 
General Manager (Technical), South African 
Railways & Harbours, who, as recorded in 
our September 14 issue, has retired, was 
born in South Africa. He obtained his 
degree of Bachelor of Arts at Cambridge 
in 1907, and obtained honours in the 
Mechanical Science Tripos. He received 
training in the works of Kitson & Company 
of Leeds, and in the Leeds Corporation 
Waterworks, after which he returned to 
South Africa and joined the Cape Govern- 
ment Railways as Assistant Engineer on 
the Lady Grey-Motkop survey and con- 
struction; he became Acting Resident 
Engineer in 1912. He became First Assis- 
tant Engineer in 1913 and was transferred 
to headquarters. On the outbreak of war 
in 1914 he was appointed to the Prieska- 
Kalkfontein construction, and in 1915 
was made District Engineer. In the 
same year he went overseas and received a 
commission in the Royal Engineers; he 
served three years in France and Flanders 
with the 103rd Field Company, which he 
commanded with the rank of Major through- 
out the last year of the war. He was 
invested with the Military Cross by the 
King, and was mentioned in dispatches. 
Shortly after his return to South Africa in 
1919 he was stationed at Bloemfontein. In 
1922 he was appointed Professional Assis- 
tant to the Chief Civil Engineer at head- 
quarters, and in 1925 became Resident 
Engineer on the Addo-Kirkwood Construc- 
tion. In 1927 he was made Assistant 
Superintendent (Maintenance), Durban, 
where, in 1928, he became System Engineer. 
He was promoted to be Inspecting Engineer 
at headquarters in 1934, and became Assis- 
tant Chief Civil Engineer in the next year. 
Mr. Greathead was appointed Chief Civil 
Engineer in 1938, and Assistant General 
Manager (Technical) in 1940, in which year 
also he took up the position of Engineer- 
in-Chief at Union Defence Headquarters, 
Pretoria, with the rank of Colonel. 


Mr. A. A. Ryan, Hotels Superintendent, 
North Eastern Area, L.N.E.R., who, as re- 
corded in our September 28 issue, has been 
appointed Hotels Superintendent, Southern 
Area, was born in 1884, and educated at 
St. Mark’s College, Chelsea. He served 
for three years with the Surveyors to the 
Ecclesiastical Commissioners for England, 
before entering the Hotels Department of 
the former London & North Western Rail- 
way in 1904. During his ten years in that 
department and in the position of Outdoor 
Assistant he gained much experience in the 
re-organisation of the hotels and catering 
in England, Wales, Ireland and Scotland. 
In 1914 he was appointed Hotels Manager, 
Great North of Scotland Railway, at Aber- 
deen, but in 1918 he held a commission in 
the R.N.V.R., and was engaged in mine 
sweeping. In March, 1925, Mr. Ryan was 
appointed Hotels Manager, Southern Scot- 
tish Area, L.N.E.R., and in January, 
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1936, he became Hotels Superintendent, 
North Eastern Area. 


Inspector Michael Moroney, of the Irish 
Transport Company (formerly Great Sou- 
thern Railways), who supervised the arrival 
and departure of every mail boat and 
passenger express at Rosslare Harbour, 
died on September 9, four months before 
he was due to retire. Inspector Moroney 
was at Rosslare in August, 1906, when the 
Great Western Railway Fishguard-Rosslare 
mail and passenger service was opened. 





G.W.R. APPOINTMENTS 

The following statfé changes are an- 
nounced by the G.W.R. :— 

Mr. S. B. Taylor, Acting Assistant Secre- 
tary, Paddington, to be Joint Assistant 
Secretary, Paddington. 

Mr. R. Chitty to be Principal Assistant 
to the Solicitor. 

Mr. W. H. Anglesey, Assistant to Chief 
Accountant, to be Audit Accountant, 
Paddington. 

Mr. A. W. Tait, to be Assistant to Chief 
Accountant, Paddington. 

Mr. D. Blee, Assistant to Chief Goods 
Manager, Paddington, to be Principal 
Assistant to Chief Goods Manager, Pad- 
dington. 

Mr. G. Cornish, General Assistant to Chief 
Goods Manager, Paddington, to be General 
& Staff Assistant to Chief Goods Manager, 
Paddington. 

Mr. A. C. B. Pickford, District Goods 
Manager, Swansea, to be District Goods 
Manager, Cardiff, vice the late Mr. C. E. 
Boxall. 

Mr. C. E. Shaw, District Goods Manager, 
Newport, to be District Goods Manager, 
Swansea, vice Mr. A. C. B. Pickford. 

Mr. N. S. Cox, Assistant Divisional 
Engineer, Plymouth, to be _ Divisional 
Engineer, Plymouth, on retirement of 
Mr. E. Lake. 

Mr. R. H. Edwards, Assistant Divisional 
Docks Engineer, Barry, to be Divisional 
Docks Engineer, Barry, on retirement of 
Mr. M. C. Harrison. 

Mr. F. J. J. Prior, Assistant, Divisional 
Engineer’s Office, Shrewsbury, to be 
Assistant Divisional Engineer, Plymouth. 

Mr. S. Stevens, Assistant, Cardiff Docks, 
to be Assistant Divisional Engineer, Cardiff. 

Mr. L. T. Finch, Senior Suryeyor & 
Draughtsman, Chief Engineer’s Office, 
Paddington, to be Assistant, Chief Engi- 
neer’s Office, Paddington. 

Mr. H. W. Gardner, Chief Clerk, Chief 
Mechanical Engineer’s Office, Swindon, to 
be Office Assistant to Chief Mechanical 
Engineer, Swindon. 

Mr. T. R. Hall, Assistant to Divisional 
Locomotive Superintendent, Newton Abbot, 
to be Assistant to Running Superintendent 
& Outdoor Assistant to Chief Mechanical 
Engineer, Swindon. 

Mr. H. E. A., White, Assistant to Divi- 
sional Locomotive Superintendent, Newton 
Abbot, to be Assistant to Divisional Loco- 
motive Superintendent, Bristol. 

Mr. P. L. Norris, Draughtsman, Chief 
Mechanical Engineer’s Office, Swindon, to 
be Assistant to Divisional Locomotive 
Superintendent, Newton Abbot. 

Mr. E. Greenway, Chief Clerk, Divisional 
Locomotive Superintendent’s Office, Lon- 
don, to be Operating Assistant to Divisional 
Locomotive Superintendent, London. 

Mr. W. H. Walters, Chief Clerk, Divi- 
sional Locomotive Superintendent’s Office, 
Bristol, to be Operating Assistant to Divi- 
sional Locomotive Superintendent, Bristol. 

Mr. B. H. Bristow, Chief Clerk, Divisional 
Locomotive Superintendent’s Office, Wor- 
cester, to be Operating Assistant to Divi- 
sional Locomotive Superintendent, Wor- 
cester. 
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Mr. J. E. Blackwell, Clerk, Divisional 
Locomotive Superintendent’s Office, Wol- 
verhampton, to be Operating Assistant to 
Divisional Locomotive Superintendent, 
Wolverhampton. 

Mr. S. A. S. Smith, Assistant to Divi- 
sional Locomotive Superintendent, Bristol, 
to be Assistant to Divisional Locomotive 
Superintendent, London. 

Mr. A. S. Rose, Chief Clerk, Divisional 
Locomotive Superintendent’s Office, New- 
port, to be Operating Assistant to Divi- 
sional Locomotive Superintendent, New- 
port. 

Mr. F. W. Shorney, Chief Clerk, Divi- 
sional Locomotive Superintendent’s Office, 
Neath, to be Operating Assistant to Divi- 
sional Locomotive Superintendent, Neath. 

Mr. H. Trapp, Chief Clerk, Divisional 
Locomotive Superintendent’s Office, New- 
ton Abbot, to be Operating Assistant to 
Divisional Locomotive Superintendent, 
Newton Abbot. 

Mr. H. Bennett, Booking Clerk, Bristol, 
to be Passenger Agent, Bristol. 


L.M.S.R. APPOINTMENTS 

The following staff changes are an- 
nounced by the L.M.S.R.:— 

Mr. A. H. Madden, Assistant to Oper- 
ating Manager (Motive Power), Glasgow, 
to be Assistant District Operating Man- 
ager, Leeds. 

Mr. S. T. Clayton, District Locomotive 
Superintendent, Polmadie, succeeding Mr. 
A. H. Madden, as Assistant 10 Operating 
Manager (Motive Power), Glasgow. 

Mr. R. White, District Locomotive 
Superintendent, Motherwell, to be Dis- 
trict Locomotive Superintendent, * Pol- 
madie. 

Mr. J. Lamond, Maintenance Assistant 
to Operating Manager (Motive Power), 
Glasgow, to be District Locomotive 
Superintendent, Motherwell. 

Mr. W. Dunsmuir, District Locomotive 
Superintendent, Perth, to be Maintenance 
Assistant to Operating Manager (Motive 
Power), Glasgow. 

Mr. K. R. Cameron, Assistant District 
Locomotive Superintendent, Carstairs (at 
present O.H.M.S.), to be District Loco- 
motive Superintendent, Perth. 

Mr. J. Mason, Assistant District Loco- 
motive Superintendent, Motherwell, to be 
Assistant District Locomotive Superin- 
tendent, Carstairs. 

Mr. H. McDiarmid, Assistant Divisional 
Controller (Passenger Train Services), 
Operating Manager’s Office, Glasgow, to 
be Assistant District Goods & Passenger 
Manager, Inverness, ‘in place of Mr. C. 
Morrison, promoted. 

Mr. W. W. Edmondson, Assistant 
(Sales), Chief Commercial Manager’s 
Office, Watford H.Q., to be Assistant Dis- 
trict Goods & Passenger Manager (Pas- 
senger), Leicester, in place of Mr. G. E, 
Michel, retired. 

Mr. W. B. Bachelor, District Con- 
troller, Skipton, to be District Controller, 
Fenchurch Street, in place of Mr. J. J. 
Killingback, retired. 

Mr. E. C. Bourne, Assistant (Motive 
Power), Office of Divisional Superinten- 
dent of Operation, Manchester, to be Dis- 
trict Locomotive Superintendent, Saltley, 
in place of Mr. R. I. Spencer, promoted. 

Mr. A. H. Ide, Goods Agent, Poplar, 
to be Goods Agent, Broad Street, in place 
of Mr. F. C. Jeffery, deceased. 

mr. FS, Carter, Chief Cartage 
Clerk, District Goods Manager’s Office, 
Broad Street, succeeding Mr. A. H. Ide, 
as Goods Agent, Poplar, 

Mr. J: C. Rogers, Assistant Divisional 
Controller (Passenger Services), Office of 
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of Operation, 
District Con- 
of Mr. H. S. 


‘Divisional Superintendent 
Crewe, to be Assistant 
troller, Chester, in place 
Saddington, transferred. 


The death has occurred recently of Senor 
Don Jorgi Guerra Squella, Director 
General, Chilean State Railways 


A dinner was given at the Savoy Hotel 
on Tuesday last to Mr.R.N. Briggs, who 
recently relinquished the post of Chief 
Technical Censor, Ministry of Information, 
by a number of editors of technical news- 
papers. Mr. J. Foster Petree, Joint 
Editor of Engineering, presided 


TRAVEL & INDUSTRIAL DEVELOPMENT 
ASSOCIATION 

The Travel & Industrial Development 
Association of Great Britain & Ireland has 
announced its new board of management. 
The Chairman is Lord Hacking, and the 
other members are 

Messrs. A. D. Allen (representing the Standing 
Joint Committee of the Royal Automobile 
Club, Automobile Association, and Royal 
Scottish Automobile Club); G. H. Banwell 
(representing the Association of Municipal 
Corporations) ; J. S. Brancker (representing air 
transport) ; J. .J. Calder (representing the 
Brewers’ Society); William Frame (represent- 
ing the Reside ntial Hotels Association of Great 
Britain); John Hatton (representing the 
British Spas Federation, also the Association of 
Health & Pleasure Resorts); B. H. Russell 
(representing the British Liner Committee) ; 
Frederick Storey (representing Ulster); Sir 
Douglas Thomson, Bt., M.P. (representing the 
Scottish Travel Association); Mr. G. Dines 
(ex-Chairman, Post-War & Organisation Com- 
mittee, Travel & Industrial Development 
Association); Alderman <A. Emil Davies 
(representing London County Council) ; Messrs. 
William Ferris (representing the Scottish Council 
on Industry, Tourist Committee); V. Seaton 
Gray (repre senting the Urban District Councils 
Association) ; R. M. T. Richards (repre — 
the Railway Companies’ Association) ; R. P. 
Edwards (representing the Department of 
Overseas Trade) Alderman Sir Bracewell 
Smith (representing the Hotels & Restaurants 
Association of Great Britain); Messrs. & 
[aylor (representing the Public Transport 
Association) ; E. W. Wimble (representing the 
Creative Tourist Agents’ Conference). 

The Director-General of the Association 
is Mr. J. G. Bridges, and the Secretary is 
Mr. C. A. Ellery. 








European Central Inland 
Transport Organisation 


On September 27, Mr. Philip Noel- 
Baker, Minister of State, presided when 
an agreement was signed in London on 
behalf of Great Britain, the United States 
Soviet Russia, France, Jugoslavia, Nor- 
way, the Netherlands, Belgium, Luxem- 
bourg, Greece, and Czechoslovakia for the 
establishment of the European Central 
Inland Transport Organisation. Poland 
was also party to the discussions leading 
to the agreement, and a representative 
was to sign the agreement later when 
powers had been received from his 
Government. 

Under the agreement, which remains in 
force for two years, the Organisation will 
be responsible for the allocation or dis- 
tribution of all forms of transport equip- 
ment and material as may be made avail- 
able by the Allied Commanders-in-Chief 
It will work out and co-ordinate common 
action to secure the inauguration, main- 
tenance, modification, resumption, or, 
where appropriate, suppression, of inter- 
national arrangements for through work- 
ing of railways and exchange of rolling 
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stock of the Continental European coun- 
tries for carrying out _ international 
transport. 

In particular, it will ensure a unified 
clearing system for traffic operations, and 
in general it will promote where necessary 
the establishment of appropriate machinery 
for co-operation between railway adminis- 
trations. 

As soon as practicable arrangements 
will be made to restore to any member 
Government transport equipment and 
material belonging to it or its nationals 
found outside the territories under its 
authority and outside its control. Should 
any difficulties of identification arise the 
Organisation will take special measures, 
if necessary, to meet them. 

The council of the Organisation may 
admit other Governments to join it, and 
the agreement provides that the Organisa- 
tion, after giving, notice of its intention, 
shall exercise its ‘functions in any terri- 
tory in Continental Europe on the accept- 
ance of the agreement by the Govern- 
ment there, or, in appropriate cases, if 
the Allied Commander-in-Chief concerned 
is satisfied that military exigencies permit. 











Administrative Class, Civil 
Service 


A White Paper* states that the Govern- 
ment has had under consideration the 
salaries and organisation of the Administra- 
tive Class of the Civil Service. 

The salaries of the Permanent Secretaries 
of the major departments were fixed at 
£3,000 in 1920 and have not been changed 
since, apart from the abolition in 1921 of 
the cost-of-living bonus of £500 then payable 
in addition to those salaries. No bonus has 
been added during this war to Civil Service 
salaries above £1,500. Bearing in mind 
both the greatly increased responsibilities 





‘The Administrative Class of the Civil Service." 
Cmd. 66,801. H.M. Stationery Office, 1d. 
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which have devolved on heads of depart- 
ments during the past twenty-five years, and 
the additions which have been made to the 
emoluments of many of the higher salaried 
personnel in employments comparable with 
the Civil Service, the Government has 
decided to increase the salary of £3,000 to 
£3,500. The salary of the Permanent 
Secretary to the Treasury, which is at pre- 
sent £3,500, will become £3,750. 

Considerations similar to those governing 
the salaries of Permanent Secretaries S apply 
to the salaries of Deputy Secretaries of the 
major departments. Their salaries, which 
were fixed at £2,200 in 1919, will become 
£2,500. 

Below Deputy Secretaries there are, in 
some of the major departments, Under- 
Secretaries on salaries of £1,900, and in all 


these departments Principal Assistant 
Secretaries on salaries of £1,700 and 
Assistant Secretaries on _ salaries of 


£1,150-£1,500 (this scale carries a war 
bonus addition of £60). The Govern- 
ment has decided that these three 
grades should be reduced to two, an Under- 
Secretary grade on a salary of £2,000, and an 
Assistant Secretary grade on a salary scale 
of £1,200-£1,700 (up to £1,500 this scale 
will continue to carry the £60 bonus). 

This reorganisation is designed to facili- 
tate speedy and efficient transaction of 
public business by the maximum devolution 
of responsibility and by the reduction of 
steps in the administrative structure ‘to the 
minimum consistent with the needs of 
sound organisation. 

The salary structure of the Administra- 
tive Class under the reorganisation is set 
out below : 

Head of major department --- £3,500 
Deputy Head of major department ... £2,500 
Under-Secretary - ea ... £2,000 
Assistant Secretary on -.. £1,200-£1,700a 
Principal : ae em --» £800-£1,100a 
Assistant Principal a -. £275- £625a 

a@ Subject to the addition of war bonus (at present 
£60 per annum) payable on all Civil Service salaries up 
to £1,500. 

The new salaries will take effect on 
January 1, 1946. 





Signing of European Central Inland Transport Pact 





During the signing in London on September 27 of the pact establishing the European 


Central Inland Transport Organisation. 


Noel-Baker (Great Britain), Vicomte Obert de Thiesies (Belgium), 


Left to right: The Rt. Hon. Philip 


Monsieur 


Baracek- Jacquier (Czechoslovakia), and Monsieur Agnidies (Greece) 
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Modern Method of Goods Traffic Working 


An address and discussion before the Office Management 
Association 


\t a meeting of the Office Management 
Association held at St. Ermin’s Hotel, 
Westminster, S.W.1, on September 27 and 
presided over by Mr. J. R. M. Simmonds, 
President of the Association, Mr. W. H. 
Vine, Assistant District Goods Manager 
(Commercial), L.M.S.R., Broad Street Sta- 
tion, E.C.2, said that in speaking of the 
office organisation involved in the convey- 
ance of merchandise traffic by goods train, 
L.M.S.R. practice was indicated which, in 
broad detail, was similar to that of the 
other railways. 

London, with Greater London, made up 
a sprawling city. If a giant was lying on 
London his heels would rest in Bushey, his 
head would lie on Kenley, his right out- 
stretched hand would be on Dagenham and 
the other on Staines, nearly 700 sq. miles 
of territory comprising London and Greater 
London. That alone did not represent the 
extent of the London Goods District of the 
L.M.S.R. 

Its boundaries approximately were 
Shoeburyness on the ex-London, Tilbury & 
Southend Section, Harpenden on the ex- 
Midland Sectjon, and Boxmoor & Hemel 
Hempstead on the ex-London & North 
Western Section. The District was under 
the control of a District Goods Manager, 
who was. responsible for the commercial, 
goods terminal operating, and cartage work. 

The main essential for the smooth work- 
ing of a goods station was even flow. The 
sooner goods which had arrived passed out 
to their final destination, the better. Rail- 
ways were not like shopkeepers who wanted 
to keep the goods in stock. Railways 
wanted to keep them moving, and control 
had to be exercised through direct contact 
and documentation. Here the staff section 
played an important part in ensuring that 
staff was rostered to the best advantage and 
that the right man was in the right place at 
the right time. 

The principal L.M.S.R._ stations in 
London mainly carried out the terminal 
operating side of goods-train traffic, as it 
had been found that certain common func- 
tions to all stations could be better cen- 
tralised, for example, commercial repre- 
sentation with the public, accounts, and so 
on. To that end, the station organisation 
and the district office organisation were 
interlocked. 

A railway needed a token to represent the 
goods conveyed much as a banker needed 
paying-in slips and ledgers to represent the 
money which he handled so impersonally. 
For this reason, for each consignment 
handed to the railway for conveyance by 
goods train a consignment note wasrequired. 

In railway invoicing there had been 
revolutionary changes in recent years. 
Under the old system, invoicing was per- 
formed separately at each station by 
clerks working in sections on a geographical 
basis. Each section comprised one or more 
invoicing clerks with one charging clerk. 
The invoicing clerk wrote out the invoice, 
taking one carbon.copy.’' The charging 
clerk then inserted rates and charges, the 
latter in the ‘“‘ Paid”’ or ‘‘To pay”’ column. 

he modern method as applied to “ car- 
riage paid’’ traffic was that of “ guide”’ 
invoicing, extension of which had been 
made possible by the introduction of the 
‘carriage paid’’ regulation. This system 
was in operation at all large and medium- 
Size stations, The “ guide ”’ invoice was a 


quadruple carbon-backed form. The in- 
formation it 


made provision for, was 


common to all four copies and was as given 
below :— 

| Destination. 

2 Wagon number. 

3 Sender. 

4 Consignee and address. 

5 No. of articles. 

6 Destination and marks of goods. 

7 Weight of goods. 

8 Extraneous charges to be raised. 

The top copy was for retention by the 
forwarding station and had spaces for 
internal load-checking details. The second 
and third copies went to the destination 
station. This third copy was used as the 
delivery sheet—the document accom- 
panying the goods on delivery to consignee 
and on which the signature of the receiver 
was obtained, thus completing the physical 
cycle of conveyance. The fourth copy is 
plainly marked. ‘‘ Accounts Copy ”’ and was 
transferred to the Accounts Section. Thus 
at one operation all the documents neces- 
sary for internal control were prepared 
for both forwarding and destination stations. 

The consignment notes, together with 
the fourth copies of the guide invoices, 
went to the centralised charging section 
of the Accounts Office. 

The railway had to collect the charges 
for the service it had performed and here 
a vast change in procedure had taken place. 
Instead of each station raising and collecting 
its own charges, a centralised charging 
system had been established in the London, 
Birmingham, Manchester, Leicester, Liver- 
pool, Leeds, Warrington, Bristol, Stoke, 
and Sheffield goods districts on the 
L.M.S.R. 

The following details applied to London : 
The London centralised charging section, 
which was an integral part of the Accounts 
Department, in normal times dealt with 
about 20,000 consignment notes a day. 
Consignment notes and copies of guide 
invoices were sent to this section from 
Camden, Broad Street, Somers Town, 
St. Pancras, Bow & Old Ford, Willesden, 
Brompton & Fulham, Kew Bridge, Hendon, 
Cricklewood and Mill Hill. The consign- 
ment notes were sorted according to the 
point to which the goods had been loaded. 

For example, ‘‘ Manchester Town,” ‘‘ Man- 
chester Tranship.’’ (‘‘ Tranship ’’—a port- 
manteau word—signifying goods for sur- 
rounding towns which, individually were 
too small to make up into wagon loads). 
Those for main provincial centres, such as 
Birmingham, Manchester, Liverpool and 
Glasgow, were sorted further into sending- 
firm order to enable senders to obtain the 
benefit of the bulking regulations. Rates 
were then inserted on the notes by the 
charging clerks, who also totalled the 
weights. 

At present, charging clerks worked on a 
geographical basis, which meant that 
traffic from any one firm might be charged 
by 16 different men. It was proposed to 
allocate the work in sending firm order to 
the various charging clerks, with the object 
of making these clerks specialists in their 
own particular firms’ traffic, and to reduce 
the over-all time occupied in sorting? 

On reaching the accounts department, 
the consignment notes go first to the debit 
note sorting section where they are sorted 
into bundles numbered to correspond with 
the various accounts posting sections, which 
cover the making up of accounts for batches 
of firms allocated in alphabetical order. 
The sorted consignment notes are passed 
to the machine punching and verification 
section. 
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The punching machines are electri- 
cally operated with typewriter key 
controls. Female operators punch special 
cards, each group of holes in the appro- 
priate columns indicating date of for- 
warding, account posting section number, 
guide invoice number and carriage charge 
for each consignment as shown in the con- 
signment note. 

The cards were again verified with the 
notes by other female clerks, who inserted 
the cards into a small portable non-electric 
machine, and re-typed the details from the 
consignment note. If the card was cor- 
rectly punched, it passed straight through 
the machine, otherwise the machine stopped 
and the card was thrown out. 

After the cards had been _ verified 
they were placed in the extension tabula- 
ting machines. These machines were 
electrically driven and automatically typed 
out on extension sheets the details as 
punched on the cards. They also gave the 
total debit for the day for each account 
posting section. These were the control 
sheets and each posting section’s accounts 
for the day must balance with them. 

The cards were then placed in an auto- 
matic sorting machine and sorted into guide 
invoice number at a rate of 400 cards a 
minute. The point was now reached where 
the charges had to be entered on the account 
which the trader would be asked to 
pay. 

Each bundle of consignment notes was 
sent, together with control sheets, to the 
accounts posting section and the actual 
posting of the accounts in the form in 
which they were rendered to the traders 
was done from the consignment notes. 
Electrically - operated account posting 
machines were used. The day’s posting 
total as given by these machines should 
balance with that given by the tabula- 
ting machines on the extension sheets. 

The handling of goods at stations 
was being mechanised’ but speedy 
development was limited by existing 
physical layouts and land problems. At 
Lawley Street, Birmingham, where the 
goods station and warehouse was destroyed 
by fire before the war, a new depot had 
been built on novel lines of mechanisation 
and the advantage derived from the actual 
experience of working there, undoubtedly 
would be extended to other goods 
stations. 

The general system of movement of goods 
traffic to London was that merchandise 
in full wagon loads was forwarded from the 
Provinces to the nearest station to the point 
of delivery. 

The L.M.S.R. and the other railways 
sought to provide a standard of service 
better than that afforded pre-war. With 
manpower difficulties and the ravages of 
war to be overcome, this would not be 
attained overnight. It would be a gradual 
process but the railway companies would 
work towards the goal of providing a highly- 
efficient service of transport from raw- 
material producer. via the manufacturer 
through to the consumer. 

An interesting discussion followed Mr. 
Vine’s talk, in which questions and points 
were raised, and these were answered by 
the Speaker, Mr. S. Hadley, the L.M.S.R. 
London District Accounts Assistant, and 
Mr. S. Vickerman, L.M.S.R. London Cartage 
Assistant. 

Representatives of the following 
firms took part in the discussion: 
Messrs. R. S. Onion (Pickfords Limited), 
R. W. Freeman (British Drug Houses 
Limited), H. Armfield (Jaeger Limited), 
H. L. Smith (Aerograph Co. Ltd.), R. Ward, 
and J..R. Stockley (J. Lyons & Co. Ltd.), and 
A. Bradley (Ford Motor Co. Ltd.). 



































































































London & North Eastern Railway 


The improvements in the L.N.E.R. 
main-line services between Kings Cross, 
York, Newcastle, and Edinburgh from 
October 1 are notable, and not only reduce 
the fastest time between London and 
Edinburgh from 8} hr. to 7 hr. 56 min., 
but bring the average time of the eight 
best day trains down from 9 hr. to 8 hr. 
7 min. for the 392-7 miles, an average cut 
only 7 min. short of a full hour. Between 
Kings Cross and Newcastle, also, the four- 
teen daily trains now average 5 hr. 23 min. 
over the 268-3 miles, stops included, as 
compared with 6 hr. 5 min., and the best 
time comes down from 5 hr. 51 min. to 
54 hr. The train that makes this last is an 
innovation, leaving Newcastle at 9.30 a.m., 
calling only at Darlington and Grantham, 
and reaching Kings Cross at 2.45 p.m. This 
train is booked to cover the 105-5 miles 
from Grantham to Kings Cross in 117 min. 
(54-1 m.p.h.); the standard up time now 
becomes 117 to 119 min. up and 2/hr. down ; 
Grantham to York, 82-7 miles, is run in 
92 min. (54-0 m.p.h.) and in the reverse 
direction in 96 min. From Darlington to 
York, 44-1 miles, the standard time is 
47 min. (56-3 m.p.h.), and the time between 
London and Peterborough in each direction; 
76-4 miles, is now 86 min. (53-3 m.p.h.). 

Of the principal trains between. Kings 
Cross, Newcastle, and Scotland, the 9.15 
a.m., with buffet car, calling at Grantham 
and Darlington only, reaches Newcastle 
36 min. earlier, at 2.34 p.m. The 9.30 a.m., 
calling only at Grantham, York, and New- 
castle, reaches Edinburgh at 5.26 p.m., 
60 min. earlier than the previous 9.40 a.m. 
down; the actual running time of this 
train, excluding the duration of stops, is 
7 hr. 38 min., requiring an average speed 
of 51:5 m.p.h. throughout. The 10 a.m. 
“* Flying Scotsman,”’ with restaurant cars, 
calling at Peterborough, York, Newcastle, 
and Berwick, is due in Edinburgh at 6.5 
p-m., and Aberdeen at 10.22 p.m., both 
50 min, earlier. The 12.45 p.m. down 
reaches Edinburgh at 8.55 p.m., 53 min. 
earlier. To Newcastle the 3.50 p.m. starts 
from Kings Cross at 3.30 p.m., and is 
accelerated 36 min., arriving at 9 p.m., but 
the biggest acceleration is of the 5.30 p.m. 
down, which omits all stops except Gran- 
tham, York, and Darlington, and reaches 
Newcastle at 10.54 p.m., 84 min. earlier. 
The 5.50 p.m. from Kings Cross becomes a 
train to Hull and Newcastle (instead of 
Leeds), and from York the Newcastle 
section is diverted to run via Stockton and 
Sunderland, giving a direct service from 
London to these coast towns. Of the night 
trains, the ‘‘ Aberdonian”’ has a daily 
relief express at 7.5 p.m., reaching Aberdeen 
at 7.19 a.m.; the main train, at 7.30 p.m., 
reaches Aberdeen at 7.47 a.m., a total 
acceleration of 72 min. The 8.20 p.m 
semi-fast to Edinburgh is accelerated 101 
min. There is a new express to Newcastle 
at 9.45 p.m., arriving at 3.20 a.m., and 
followed by the relief ‘‘ Night Scotsman ”’ 
at 9.55 p.m., for Grantham, Newcastle and 
Edinburgh only, and the ‘“ Night Scots- 
man ”’ proper at 10.10 p.m. 

In the up direction there are corre- 
sponding accelerations. The 8.50 a.m. 
from Darlington to London leaves 5 min. 
earlier, and reaches Kings Cross at 1.16 
p.-m., 34 min. earlier; the 8.5 a.m. from 
Newcastle starts at 8.10 a.m., and is in 
London at 1.30 p.m., a gain of 40 min. 
There is then the reverse working of the 
5.50 p.m. down; this leaves Newcastle at 
7.38 a.m., Sunderland at 8.3 a.m., and 
Stockton at 9.1 a.m., while the Hull portion 
leaves there at 9.40 a.m., the combined 
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train being due in London at 2.9 p.m. To 
the new 9.30 a.m. from Newcastle reference 
has been made already. The 12.25 p.m. 
buffet car express from Newcastle reaches 
Kings Cross at 5.45 p.m., 45 min. earlier ; 
the 10 a.m. “‘ Flying Scotsman ”’ restaurant 
car express from Edinburgh (calling only 
at Berwick, Newcastle, Darlington, and 
Grantham) at 6 p.m., 45 min. earlier, and 
the 10.15 a.m. from Edinburgh at 6.33 p.m., 
47 min. earlier; the 1.10 p.m. from Edin- 
burgh is due in London at 9.20 p.m., 40 
min. earlier. All the night trains are 
accelerated; the ‘‘ Night Scotsman,’’ at 
9.40 p.m. from Edinburgh, reaches Kings 
Cross at 6.30 a.m., 40 min. earlier, and the 
** Aberdonian,’’ 30 min. later from Aberdeen 
(6.30 instead of 6 p.m.), at 7.15 a.m., a 
total gain of 50 min. 

On the Leeds and Bradford service there 
is a re-spacing of the trains approximating 
to the pre-war intervals. The 8.55 a.m. 
down starts from Kings Cross at 7.45 a.m., 
reaching Leeds at 11.55 a.m. The 10.30 
a.m. down arrives in Leeds at 2.56 p.m., 
28 min. earlier, and has a through portion 
for Hull. The 1.25 p.m. to Leeds is speeded 
up by 17 min. The Harrogate portion pre- 
viously run on the 10.30 a.m. down is 
transferred to the 1.45 p.m. Hull train, and 
is worked direct from Doncaster via Church 
Fenton, reaching Harrogate at 6.38 p.m. 
The 4 p.m. down reaches Leeds at 8.31 p.m., 
34 min. earlier, and the 5.50 p.m., although 
retarded to 6.5 p.m., reaches Leeds at 
10.32 p.m., 24 min. earlier, an acceleration 
of 39 min. In the up direction the 7.50 a.m. 
from Leeds is into Kings Cross at 12.10 
instead of 12.30 p.m., and the 10.20 a.m. 
(previously [0.15) at 2.35 instead of 2.46 
p.m. The return Harrogate express leaves 
there at 12.5 p.m., joins the 12.5 from Hull 
at Doncaster, and the combined train is 
due in Kings Cross at 4.27 p.m., 58 min. 
earlier. The 12.35 p.m. from Leeds leaves 
at 1 p.m., but reaches Kings Cross at 5.32 
p-m., 13 min. earlier, an acceleration of 
38 min. The 3.5 p.m. up starts at 3.10 p.m., 
and arrives at 7.40 p.m., 28 min. earlier, 
and the 5.30 p.m. is due at 10.2 p.m., 
37 min. earlier. No restaurant cars are 
provided on the Leeds and Bradford service 
as yet. 

Of cross-country services, the 6.45 a.m. 
from Colchester to York is extended . to 
Newcastle via Stockton and Sunderland, 
connecting at York with the 9.30 a.m. from 
Kings Cross; and similarly in the reverse 
direction the 3.15 p.m. from York to Col- 
chester starts from Newcastle at 12.5 p.m. 
and takes the coast route. A valuable 
reinstatement is that of the 10 a.m. from 
Lowestoft and 10.15 a.m. from Yarmouth 
to York, via Norwich, March, Lincoln, and 
Doncaster, with the corresponding 10.35 
a.m. from York to Yarmouth and Lowes- 
toft. In the North Eastern Area the 
11.10 a.m. from Newcastle to Glasgow once 
again starts from Leeds, at 8.35 a.m., and 
leaves York at 9.20 a.m.; similarly the 
4 p.m. from Glasgow runs through from 
Newcastle to York and Leeds, arriving at 
10.35 p.m. A through service is reinstated 
between Newcastle and Liverpool (Lime 
Street) via Sunderland, Stockton, Harro- 
gate, Leeds, Huddersfield and Manchester ; 
leaving Newcastle at 3.47 p.m. it reaches 
Liverpool at 9.57 p.m. ; returning at 9 a.m., 
it is due in Newcastle at 2.36 p.m. In the 
Scottish Area there are new trains at 
2.10 p.m. from Aberdeen to Elgin and 
7.55 p.m. from Elgin to Aberdeen: also 
restaurant cars are restored to the 9.55 a.m. 
and 6.30 p.m. from Edinburgh to Aberdeen, 
the 12.40 and 6.30 p.m. from Aberdeen to 
Edinburgh, the 5.50 a.m. Glasgow to Fort 
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William and the 2.56 p.m. Fort William to 
Glasgow. 

On the Great Eastern Section the princi- 
pal addition is a new restaurant-car express 
from Norwich at 11.50 a.m. to Ipswich and 
Liverpool Street and a corresponding return 
train at 6.40 p.m., taking 2 hr. 40 min. each 
way. The 5.30 p.m. express from Liver- 
pool Street to Clacton and Walton, and the 
up express at 8 a.m. from Clacton are 
restored, with their non-stop runs both ways 
between London and Thorpe-le-Soken ; the 
time allowed between London and Clacton 
is 1 hr. 50 min. down and 1 hr. 48 min. up 
The 12.30 p.m. from Liverpool Street to 
Norwich runs daily, instead of on Saturdays 
only, and the 6.45 p.m. from Norwich, 
omitting all stops beyond Ipswich, arrives 
in London at 9.35 p.m., 47 min. earlier. 
On the Cambridge line there is a new 10 a.m 
to Cambridge and March, calling at principal 
stations; also a new 2.20 p.m. from Nor- 
wich to London via Cambridge, relieving 
the 2.20 p.m., and with only five stops arriv- 
ing at 6.4 p.m., 41 min. earlier. There is 
no curtailment of running times on the G.E 
Section, but by shortening and omission of 
stops, many trains save 10 to 15 min. on 
their journeys. 

On the Great Central Section the principal 
addition is a restaurant car express from 
Sheffield at 7.30 a.m., calling at Notting- 
ham, Leicester, and Rugby only, and reach- 
ing London, Marylebone, at 11925 a.m. This 
train returns from London at 6.15 p.m. via 
High Wycombe, with the same stops, as a 
dining-car express, reaching Sheffield at 
10.23 p.m. Otherwise there is no expansion 
of the meagre service over the Great Central 
main line, nor acceleration of running times, 
and once again the through Southampton- 
Leicester-Sheffield-York-Newcastle service 
does not appear in the public timetables 


Great Western Railway 


Many long-distance trains on the G.W.R 
have been speeded up by from 5 to 15 min. 
from October 1, and important additions 
have been made to the service. These 
include the reinstated 7.55 p.m. from Pad- 
dington to Swansea, calling at Reading, 
Newport, Cardiff (11.2 p.m.) and principal 
stations beyond, and reaching Swansea at 
12.30 a.m. In the reverse direction a 
valuable restoration is that of the 4.40 p.m. 
from Swansea, now calling only at Cardiff 
and Newport, and due in Paddington at 
9 p.m., so giving a service in 4 hr. 20 min. 
With the 6.30 a.m. express from Swansea 
(8 a.m. from Cardiff), due Paddington at 
11 a.m., and the 3.55 p.m. from Paddington 
to Swansea, both restored during the past 
summer, the service between Paddington 
and South Wales has been materially 
improved. 

Another notable service put back in the 
G.W.R. timetable is the 10.40 a.m. from 
Wolverhampton and the 11.10 a.m. from 
Birmingham to Penzance, with through 
Torquay portion, via Stratford-on-Avon, 
Cheltenham, and Bristol; this takes up 
from Plymouth the working of the previous 
4.45 p.m. train, now 5.20 p.m., and reaches 
Penzance at 8.5 p.m. As a result, the 
1.30 p.m. from Paddington omits certain 
stops in Cornwall, and reaches Penzance at 
9.55 p.m., 40 min. earlier. Returning, the 
through Wolverhampton train leaves Pen- 
zance at 10.40 a.m. and Bristol at 4.45 p.m., 
reaching Birmingham 7.10 p.m. and Wolver- 
hampton at 7.50 p.m. The second through 
service between Birmingham and Cardiff 
via Stratford-on-Avon also is restored ; this 
starts from Birmingham at 3.45 p.m. and 
arrives at Cardiff at 6.25 p.m., while the 
other way the departure from Cardiff is at 
8.35 a.m. and arrival in Birmingham 
11.25 a.m. There are thus morning and 
evening’ services in each direction, but now 
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complete trains, first and third class, instead 
of the pre-war diesel railcars. 

Other trains reinstated during the past 
summer include the 5.5 p.m. from Padding- 
ton to Bath and Bristol (taking up from 
there to Plymouth the working of the 
4.15 p.m. from Paddington, which has been 
diverted to Weston-super-Mare), and the 
9a.m. from Bristol to Bath and Paddington. 
The 5.5 p.m. down and 9 a.m. up now bring 
Bristol within 2 hr. 25 min. of London. 
There is a new 4.25 p.m. from Paddington 
to Cheltenham Spa, relieving the 4.15 p.m. 
down and arriving at 7.50 p.m. (16 min. 
acceleration). On the West of England 
main line, the down 10.30 a.m. “‘ Cornish 
Riviera Limited ’’ reaches Exeter 3} hr. 
53-4 m.p.h.), Plymouth in 43 hr., and 
Penzance in 7 hr. 20 min. ; coming up, the 
times are 9.30 a.m. from Penzance, 12.30 
p.m. from Plymouth, and 1.55 p.m. from 
Exeter, with a Paddington arrival 15 min. 
earlier, at 5.15 p.m. Acceleration of the 
7.30 a.m. from Shrewsbury to Paddington 
(9 a.m. from Birmingham) brings this train 
in at 11.20 a.m., and the time of 2 hr. 20 min. 
from Birmingham for the first time for some 
years past gives the G.W.R. the fastest 
service between London and Birmingham. 


Training for Business 
Administration 


The report of the Committee on Training 
for Business Administration under the 
Chairmanship of Sir Frank Newson-Smith, 
which was set up in February last by Mr. 
Bevin when he was Minister of Labour & 
National Service, has been published. The 
Committee was asked to consider the ques- 
tion of training in business administration 
and salesmanship, to make recommenda- 
tions about suitable courses of training, and 
to advise on the best method of receiving 
recognition of such training. 

The Committee has recommended that a 
short course of training of about three 
months, run in association with local 
educational authorities and commercial and 
technical colleges, and in collaboration with 
industry and commerce throughout the 
country, would be both appropriate and 
effective. It .has also proposed that, 
wherever desirable, special courses should be 
arranged in co-operation with particular 
industrial and commercial groups, to meet 
the needs of the business groups concerned. 
The proposals are designed to train suitable 
ex-service men and women so as to fit them 
for employment which will lead to adminis- 
trative and executive posts in industry and 
commerce, and help them to gain full 
advantage from their individual qualities of 
character and their experience developed in 
war service. 

The proposals apply to ex-service men 
and women who went into the Forces 
straight from school or college, or after only 
a short period in business, and whose 
character and educational standard are such 
as to make them likely to qualify in due 
course for executive or administrative 
posts 








[INSTITUTE OF TRANSPORT.—A meeting 
of the Institute of Transport will be held 
in the Lecture Theatre of the Institution 
of Electrical Engineers, Savoy Place, Vic- 
toria Embankment, London, W.C.2, on 
October 8, at 5.30 p.m., when Sir Frederick 
Handley Page, C.B.E., will deliver his Presi- 
dential Address. The President will hold 
an informal reception after the meeting. 
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Notes and News 


Dorada Railway Co. Ltd.—The Dorada 
Railway Co. Ltd. announces a dividend of 
3 per cent., tax free, for the year 1944 (same) 
Net profit is £37,278, against £47,526. 

A Reyrolle & Co. Ltd.—Announce- 
ment is made by A. Reyrolle & Co. Ltd. of 
the payment on October 2 of an interim 
dividend of 5 per cent., less tax, on the 
ordinary stock. 


Engineer Required for South 
America.—An engineer of commercial 
ability and working knowledge of Spanish 
is required by an old-established firm in 
Buenos Aires. See Official Notices on 
page 355. 

Sunday Train Services in Eire.— 
From Sunday, September 23, the Sunday 
passenger train services have been discon- 
tinued on the following suburban lines: 
Dublin-Bray, Cork-Cobh, Cork-Youghal, 
and Waterford-Tramore. 


Overseas Employment.—Four district 
traffic managers are required by the Sudan 
Railways. Duties will include control and 
management (operating and commercial) of 
extensive single-line railways and steamer 
services or port administration. See Official 
Notices on page 355. 

Speed Limit in Built-up Areas. 
With the general restoration of street 
lighting, the Minister of War Transport 
has removed the speed limit of 20 m-.p.h. 
on roads in built-up areas during hours of 
darkness from September 26. From that 
date the speed limit of 30 m.p.h. on roads 
in built-up areas applies at night-time as 
well as during daylight. 

Nuffield Metal Products Limited.— 
A private company, with a‘ capital of 
£100,000 in £1 shares, was registered on 
September 20 under the title of Nuffield 
Metal Products Limited. The objects of 
the company are to carry on the business 
of metal workers, manufacturers of, dealers 
in, and agents for pressings, rollings, cast- 
ings and metal goods, engineers, manu- 
facturers of, and dealers in, ores, tools, 
motor vehicles, aircraft, ships, radio appa- 
ratus and components. The _ directors 
include Lord Nuffield, Sir Miles Thomas 


353 





and other directors of Morris Motors 
Limited. The registered office is Common 
Lane, Washwood Heath, Birmingham, 8. 


Potteries Motor Traction Co. Ltd.— 
An interim dividend of 4 per cent. (same) 
is announced by Potteries Motor Traction 
Co. Ltd. 


Thos. Robinson & Son Ltd.—An 
interim dividend of 24 per cent., the same 
as a year ago, has been declared by Thos. 
Robinson & Son Ltd. 


Imperial Chemical Industries 
Limited.—<An interim dividend of 3 per 
cent. (same) on the ordinary capital is 
being paid by Imperial Chemical Industries 
Limited. 


Import Licensing Department. — 
From October 1, 1945, the address of the 
Import Licensing Department of the Board 
of Trade is 189, Regent Street, London, W.1. 
(Telephone, Regent 4090.). 


New South Wales Railways Results. 
—During the quarter ended March 31, 
1945, coaching receipts at {3,523,532 showed 
a decrease of £136,498 in place of an increase 
of 1,018,030 in the number of passengers 
carried in the same period. Merchandise 
receipts totalling {1,773,179 showed a 
decrease of £565,269, the traffic carried 
decreasing by 12,641 tons. Expenditure at 
£6,229,677 was less by £679,842 than in the 
corresponding period of 1944. 

Irish Transport and the Railway 
Wages Board.—lIt is stated in the Irish 
Times that the Irish Transport Company 
proposes from March 1, 1946, to set up a 
conciliation board for its own purposes, 
superseding the present Railway Wages 
Board. The proposed new negotiating 
machinery would include, inter alia, the 
Irish Transport & General Workers’ Union 
and the Engineering Union that will result 
from the merging of the Irish Engineering & 
Foundry Workers’ Union with the Irish 
Transport & General Workers’ Union. Also, 
the N.U.R., R.C.A., and the A.S.L.E. & F. 
would have to be given representation on 
terms acceptable to those unions. Whether 
the Railway Wages Board will continue to 
function for Northern Ireland has not yet 
been determined. It is understood that a 
Bill must be introduced in the Dail before 


Horticultural Show at L.M.S.R. Headquarters 





Mr. G. R. Smith (Secretary, L.M.S.R.), Mr. George Morton (Chief Accountant), and 
Mr. T. W. Royle (Vice-President) at the L.M.S.R. Headquarters Horticultural 
Show which realised £50 for Watford Hospital 
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the proposal is implemented, but it is not 
certain whether legislation would be neces- 
sary in Great Britain to meet the cases of 
the N.U.R., R.C.A. and AS.LE. & F., 
which by statute are linked to the Railway 
Wages Board. j 

Cost-of-Living Index.—At Septem- 
ber 1, the official cost-of-living index figure 
was 103 points above the level of July, 
1914, compared with 105 points at August 1. 
At September 1, 1939, it was 55 points 
above July, 1914. 

B. & S. Massey Limited. 
October 1, 1945, the address of the 
Office of B. & S. Massey 
Fenchurch House, 5, ~ 
London, E.C.3 Mr. G. M. Turnbull, 
M.1I.Mar.E., who, during the war has con- 
ducted business from Newbury, is returning 
to London. : 

Benguela Railway.—In the 
months of 1945 the Benguela Railway 
carried 49,293 passengers, compared with 
38,604 in the corresponding period of 1944, 
and the “tonnage of was 61,490, 
against 41,791. Gross railway receipts for 
the first half of 1945 amounted to £47,800, 
compared with £36,459 for the first six 
months of 1944, and net railway receipts 
improved from £10,159 to £22,573. 


As from 
London 
Limited will be: 
Fenchurch Street, 


first six 


goods 


Canadian Pacific Railway.—Gross 
earnings of the Canadian Pacific Railway 
for August, 1945, were $26,793,000, a 


decrease of $1,638,000 in comparison with 
August, 1944. In the working expenses of 
$25,977,000, however, there was a reduction 
of $5,864,000, so that the net earnings were 
$816,000, compared with an operating loss 
of $3,410,000 in August, 1944. Aggregate 
gross earnings from January 1 to August 31, 
1945, were $210,499,000, an increase of 
$177,000 in comparison with the first eight 
months of 1944; aggregate net earnings 
of $21,932,000 were $998,000 lower. 
Institute of Transport, Midland Sec- 
tion.— During the war the Midland Section 
of the Institute of Transport continued to 
meet by holding luncheon meetings. For 
the 1945-46 session it is reverting to even- 
ing meetings, of which the following is a 
programme: October 23, ‘‘ Town Planning 
and Transport Trends,’ by Sir Alfred 
Robinson, K.B.E., C.B., M.Inst.T. ; Novem- 
ber 27, ‘‘ Education for Transport,’’ by Mr. 
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T. W. Royle, C.V.O., M.B.E., a Vice-Presi- 
dent ; December 18, ‘Post-War Co- 
ordination of Inland Goods Transport,” by 
Mr. D. Blee, M.Inst.T.; January 22, 1946, 
‘ Five Decades of Commercial Road Trans- 
port with Inferences about its Future,” by 
Mr. E. S. Shrapnell-Smith, C.B.E., a Past 
Vice-President. On February 26, 1946, a 
meeting, the subject of which will be 
announced later, will be held; and on 
March 26, 1946, the annual general meeting 
is to take place. 

I.C.I. Purchase of Welsh Factory 
from M.A.P.—Negotiations have been 
completed for the purchase by Imperial 
Chemical Industries Limited of the 
Waunarlwydd factory at Swansea from the 
Ministry of Aircraft Production. The fac- 
tory was constructed and operated by the 
Metals Division of I.C.I. on behalf of the 
Ministry for the manufacture of wrought 
light alloys required primarily for the 
Government’s aircraft programme. It is 
stated that it is being maintained-to cope 
with the peacetime requirements for 
wrought light alloys in the transport indus- 
tries, general engineering and housing. 


Further Allocation of Government 
Factories.—Twenty-four more Govern- 
ment factories, with a total area of about 
4 million sq. ft., and estimated to provide 
employment for nearly 17,000 persons, have 
been allocated by the Board of Trade for 
civilian production. In addition, three 
Royal Ordnance Factories with a total area 
of 5} million sq. ft. are to be used as trading 
estates. There are many applicants for 
space in these trading estates and employ- 
ment for upwards of 12,000 persons, it is 
stated, may be expected. Including those 
announced in recent months, 117 Govern- 
ment factories, _Tepresenting an area of 
approximately 35 million sq. ft., and pro- 
viding estimated employment for about 
220,000 workers, have now been allocated 
for civilian industry and as disposals depots. 
Among the 24 recently allocated are fac- 
tories at North Seaton, Ashington, and 
Hebburn-on-Tyne to A. Reyrolle & Co. 
Ltd., for production of electrical equip- 
ment; at Braunstone, Leicester, to A. A. 
Jones & Shipman Limited, for production 
of machine tools; at Newark-on-Trent to 
Ransome & Marles Bearing Co. Ltd., for 


L.M.S.R Perth-London Express Derailment 





A general 


Bourne End, Herts, 





on September 30. 


view of the derailed. locomotive and coaches after the accident at 


(See paragraph on opposite page) 


October 5, 1945 


production of ball bearings ; 


bypass to Savage & Parsons Limited 
production of electrical equipment : 
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_L.N.E.R. Locomotive Liveries. 
first L.N.E.R. streamline Pacific locomotive 
to be repainted in the pre-war Garter blue 


livery has now appeared. 


It is No 


which, with the consent of the 
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British and Irish Railway 


Stocks and Shares 


—!} 


| 
| | Prices 
Stocks £¢ $3 | oi 
2 a Te . Rise/ 
| | | 1945 | Fall 
de 
| | 
G.W.R. | | 
Cons. Ord. 623 55 524 - 
5% Con. Pre 1224 1143 | 108 + + 
5°, Red. Pref. “19505” 110, | 104 | 1024 } 
5% Rt. Charge eee} 1354 128 123 _ 
5°Cons. Guar. 134% | 125 | 122 - 
4% Deb 1182 1122 | 108 + + 
44% Deb 11842 | 114 | 1094 — 
44% Deb 1244 1194 | 213 - 
5% Deb. 137 129 | 126 = 
24% Deb 77 73% | 804 — 
| 
L.M.S.R 
Ord eo 343 | 273 | 264 } 
% Pref. (1923) 644 55 554 |+ ¢ 
4 , Pref. 8 724 | 744 + + 
5% Red. Pref. (1985) 105% | 102 | 102 + + 
4% Guar. * 1074 994 | 100} + ¢ 
4% Deb. Tit 104 | 1044 |+ 4 
5% Red. Deb. (1952) il | 108 106 —- 
L.N.E.R. 
5% Pref. Ord. 10 | 7%) 68 = 
Def. Ord. i s 32 34 + 
4% First Pref. -| 68% | S55$ | 54h j+) 
4, Second Pref. 353 | 284 | 273 5 
38 Red. Pref. (1985), 101 | 972 98 -- 
4% First Guar. e--| LONE 96% 974 |+ + 
4°, Second Guar. 954 88; | It j+! 
3% Deb. 88} | 80f | 86} |+ 2} 
4% Deb. | 1104 1034 | 104 |+ 1 
5% Red. Deb. (1947) | 1053 | 1014 | 101 a 
44% —s Fund | | | 
Red. Deb. 107, | 1044 | 1044 | — 
SOUTHERN | | 
Pref. Ord. ... .--| 804 71% | 7O I+) 
Def. Ord. 26¢ | 23 | 2388 | — 
5% Pi 122 | 113g | 107) j+ ¢ 
5% Rod. Pref. (1964) 1174 1125 | 10h | - 
Guar. Pref. 134 1254 | 1214 |+ 1 
5% Red. Guar. Pref. } 
PR pg -| 1153 1124 gs | - 
a --| 118 110 107 + + 
PES3 -| 1354 | 127 126 
4% Red. Deb. (1962- | | 
| UNE | 107% | 105% | 
4% Red. Deb. ‘(1970- | | 
G0)... vee vee] HI2 | 108$ | 105. | — 
| | } 
FORTH BRIDGE } } 
4 Deb ak e«-| 107 | 103 104 - 
% Guar. 1064 | 102 103 © _ 
L.P.T.B. | 
4A” 125 } 119 120 |+ It 
5% A” 1334 | 128 | 1294 | — 
3% Guar, (1967-72) " mm | se | WM | — 
5% “B" 1244 | 118% | Higgs | — 
‘Cc 723 | 644 | 61 j- 1 
MERSEY 
35% 33 3 « — 
3%, Perp. Pref. 72 66 6 | — 
4% Perp. Deb. 105 103 104 _ 
3% Perp. Deb. 854 794 80 _ 
IRELAND* 
BELFAST & C.D. 
Ord. . re 9 6 7 + + 
G. NORTHERN 
Ord. ... oul. Se 19 33 |+ ¢ 
Pref. 49 37 484 - 
Guar. 70 57% | 73% ~ 
Deb. ... 904 Bi; 894 i+ + 
IRISH TRANSPORT 
Common -— _- 78 — | 
3% Deb. _ _ 993 |- + 














* Lates‘available quotation 
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October 5, 1945 





EMPLOYMENT: SUDAN RAIL- 
DISTRICT TRAFFIC 
Duties will 


VERSEAS 
WAYS require FOUR 
MANAGERS for service in the Sudan. 


include ontrol and management (operating and com- 
mercial) of extensive single line railway and steamer 
services, OF Port Administration. Candidates must be 
educated at least to standard of Higher School Cer- 


tificate and have had training in traffic working on a 
Railway in Great Britain or Overseas. . Two candidates 
required under 34 years of age and two under 30. 
Starting rate of pay in the following scale according to 
age, experience and qualifications: £E.480-540-600- 
660-720-780-852-936 per annum (£E.1 = £1 Os. 6d.). 
Increases are biennial with the exception of the last 
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which is given after three years’ service. Probationary 
Contract for two years with a view to permanent 
pensionable service. Free passage on appointment. 
Strict medical examination. At present there is no 
Income Tax in the Sudan. Separation or Special War 
Allowance payable when eligible. 

Applications, which must be in writing, stating date 
of birth, full details of qualifications and experience, 
including present employment; also Identity and 
National Service or other registration particulars, and 
quoting Reference No. F.A. 27, should be addressed to 
the Ministry of Labour and National Service, Appoint 
ments Department, Sardinia Street, Kingsway, 
London, W.C.2, 


















NGINEER with good commercial ability and work- 
ing knowledge of Spanish, required by old- 
established firm in Buenos Aires for furthering sale of 
British Engineering products; preferably not over 
40. Good remuneration will be paid to the right man. 
—Write, giving full particulars of past experience, 
Box 269, c/o The Railway Gazette, 33, Tothill Street, 
Westminster, London, S.W.1. 

None of the vacancies on this page relates to a man 
between the ages of 18 and 50 inclusive unless he is 
excepted from the provisions of the Control of Engage- 
ment Order, 1945, or the vacancy is for employment 
excepted from the provisions of that Order. 








tionary Force, has been named Dwight D. 
Ei enhower. Another locomotive, non- 
streamline Pacific No. 4470, Great Northern, 
built in 1922, and the first of a long line of 
successful L.N.E.R. express engines, has 
been rebuilt and experimentally- painted 
Roval blue. Both locomotives have come 
to London for inspection by the directors 
of the company. 


L.M.S.R. Express Derailed at Bourne 
End, Herts.—On Sunday, September 30, 
a serious derailment occurred on the main 
L.M.S.R. line between Berkhamsted and 
Boxmoor, Hertfordshire, when the Scottish 
express was derailed. The following official 
statement was issued by the L.M.S.R.; 
“The L.M.S.R. regrets to announce that 
the 8.20 p.m. passenger train from Perth to 
Euston was derailed at Bourne End, near 
Hemel Hempstead, at 9.5 this morning. A 
number of passengers was injured, a few 
fatally. Details will be issued later. Two 
lines were opened at 5 p.m. this evening, 
and the delays in main-line trains to and 
from Euston will not be serious. A special 
inquiry is to be held to determine the cause 
of the accident.”’ At the time of going to 
press it was reported that the number of 
killed was 39 and of injured 98. 

A further statement was issued by the 
L.M.S.R. on October 1 as under :— 

"«The L.M.S.R. desires to express its 
deepest sympathy with the relatives of 
those killed and with those injured in the 
accident at Bourne End yesterday. It is 
getting into touch with the relatives of 
each of the passengers who lost their lives 
and with those who suffered injuries. It 


Dining 


also desires to take the earliest opportunity 
of thanking all those who rendered such 
timely and valuable assistance at the 
scene of the accident:’’ 


Change of Address.—Hunting Aero- 
surveys Limited—one of the companies of 
the Hunting Group—has now moved from 
its temporary war addressat Byron House, 
St. James’s Street, S.W.1. to permanent 
offices at 29, Old Bond Street, W.1. (Tele- 
phone No. Regent 5211-2-3.) 


Wage Increase for Dining-Car Staffs. 
—Dining-car staffs of the four main-line 
railway companies are to have increases in 
pay under a new agreement between the 
companies and the National Union of 
Railwaymen. Dining-car attendants and 
conductors will have an increase of 7s. 3d. 
a week, assistant cooks 9s. 9d., and cooks 
12s. 3d. 


Restoration of Travelling Post 
Offices.—On October 1 at Euston Station, 
L.M.S.R., the Postmaster-General, the Earl 
of Listowel, signalled the “‘ right away ”’ to 
the 8.30 p.m. Euston-Aberdeen travelling 
post office, the first to rim-since September, 
1940. He was accompanied by officials of 
the Post Office, and there were present also 
Lord Royden, Chairman of the London 
Midland & Scottish Railway Company,-and 
Sir William Wood, President, Mr. G. L. 
Darbyshire, Vice-President,-and Mr. S. H. 
Fisher, Chief Operating Manager, L.M.S.R. 
Afterwards, at Paddington Station, G.W.R., 
the Postmaster-General witnessed the de- 
parture of the 10.10 p.m. T.P.O. for Pen- 
zance, the first to operate on the G.W.R. 


Cars Restored on the British Railways 


As stated in our last week’s issue, restaurant cars are being restored.on a number of main-line trains. 


since September, 1940. Lord Portal, 
Chairman of the Great Western Railway 
Company, was present, and was accom- 
panied by Mr. G. Matthews, Superintendent 
of the Line, Mr. G. E. Orton, Chief Officer 
for Public Relations, and Mr. C. T. Cox, 
London Divisional Superintendent. 


Bolivia Railway Company.—A pay- 
ment of 1 per cent. on Series “A” 5 per 
cent income bonds for the half-year to 
June 30 last is being made by the Bolivia 
Railway Company. 


Thos. Firth & John Brown Limited. 

-An interim dividend for 1945 of 3 per 
cent., tax free, is being paid by Thos. Firth 
& John Brown Limited. This compares 
with 44 per cent., tax free, for the past four 
years. 








Forthcoming Meetings 


October 5 (Fri.).—The Institution of 
Mechanical Engineers, Storey’s Gate, 
St. James’s Park, London, S.W.1. 
5.30 p.m. ‘‘ The Early History of the 
Whittle Jet Propulsion Gas Turbine,” 
by Air Commodore Frank Whittle, 
C.B.E., R.A.F., M.A., Hon.M.I.Mech.E. 
October 11 (Thurs.).—Southern Railway 
Lecture & Debating Society, Chapter 
House, St. Thomas’s Street, London 
Bridge, S.E.1. 5.45 p.m. “ Putting 
the Sun in the Southern,” by Mr. C, 
Grasemann, M.A., Public Relations & 
Advertising Officer, Southern Railway. 





Above (left): Conductor 


Frost and Conductor Tylor preparing the first L.M.S.R. dining car tobe restored, and (right) Cook Badcock who returns to the 


Heysham boat train. 


Conductor Tylor was injured in the L.M.S.R. Perth-London express derailment on September 30 
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A waiting attitude has again dominated 
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preference from 72} to 74}; the 4 per cent, 























stock markets where attention still centred general slump in net profits and dividends, debentures were a point “higher at 104}. 
on the outcome of the important Washing- because in many cases reduced trading L.N.E.R. second preference at 27} was 
ton and London talks. Nevertheless, under profits will be offset in a large measure by unchanged on balance, but the first pref. 
the lead of British Funds, the undertone lower E.P.T. charges. On the other hand, erence rallied further from 53} to 544; the 
generally has been firm. Home rails, after the transition difficulties are tending to deferred was 3} and the preferred 6}, the 
a further rise, reflected profit-taking and draw attention to the question whether in- two latter attracting some speculative at- 
moved back moderately, although the dustrial shares are overvalued on their pre- tention as a small-priced means of partici- 
view prevails that ordinary and junior sent low yield basis. Hopeful views are pating in the trend of the home railway 
preference stocks are considerably under- based on the assumption that sooner or market. L.M.S.R. second guaranteed at- 
valued, both as to current yields (with the later E.P.T. will beabolishedor substanti- tracted up to 92} and the 3 per cent 
prospect of dividends at around current ally reduced, and that this would open the debentures rose further from 83} to 86. 
rates being maintained for the next two way for improved dividends in numerous Among Southern issues, the deferred eased 
years) and the promise of fair compensa- instances when transition problems have from 23} to 23}, but on balance the pre- 
tion in the event of nationalisation. More- been surmounted. Nevertheless, discus- ferred has moved up afresh from 68} to 
over, prior-charges have been in better de- sions as to the current yield basis are 70, the 5 per cent. preference was a point 
mand and record a further small rally. having the effect of drawing more atten- higher at 107, also the guaranteed stock 
The belief appears to be growing that tion to the large return on home railway at 1214; the 4 per cent. debentures im- 
assuming fair compensation under nation- junior stocks. It is contended that, even proved fractionally to 1063. London 
alisation plans, junior preference stocks, allowing for the prospect of future nation- Tiransport ‘‘C’’ rallied after a further 
such as L.M.S.R. 1923 -preference and alisation schemes, home rails are under- small decline, and at 61 was unchanged. 
L.N.E.R. first preference, are probably valued in comparison, bearing in mind that Political uncertainties affected Argentine 
moderately valued in relation to ordinary during the next two years the rental agree- rail stocks, which were marked lower 
stocks, although in the event of a sustained ment is likely to remain in force, giving although not much selling was reported 
rally in home rails the latter probably reasonable expectations of dividends con- and the debentures generally remained 
would attract most attention and might tinuing around current rates. firmly held. Buenos Ayres Great Southern 
offer the better scope for appreciation Compared with a week ago, home rail- at 11} was unchanged on the week, but the 
Financial results coming to hand are be- way junfor stocks have not held best 5 per cent. preference declined a point to 
ginning to provide increased evidence of prices, but in-some instances record further 25}, and the 4 per cent. debentures from 
the effect of transition difficulties on earn- gains on balance. Great Western improved 67 to 65. Buenos Ayres & Pacific consoli- 
ings of some companies, arising from the trom 52} to 533; the 5 per cent. preference dated debentures at 63 and _ Central VoL 
drying up of Government contracts and was a point better at 108, and the guaran- Argentine 5 per cent. debentures at 66} 
I I : 8 gent o | : 
the labour and supply factors hampering teed stock moved up from 1204 to 122, were fractionally lower. Buenos Ayres 
the switch back to peacetime production. and the 4 per cent. debentures were a point Western 4 per cent. debentures fell back 
After the cut in the British Aluminium higher at 108. L.M.S.R. ordinary was from 61 to 5934. In other directions 
interim dividend, and the reduced Murex affected by the Bourne End accident; the Canadian Pacific, after a good rally, eased 
profits, Thos. Firth & John Brown has price eased to 26%, compared with 27 a to 20%. Nitrate Rails were higher at Ex 
made a surprise reduction of 14 per cent. week ago, but the 1923 preference moved 74s. 3d. but United of Havana 1906 de- R: 
to 3 per cent., tax free, in its interim divi- up again from 54} to 55} and the senior bentures further declined to 17}. Li 
i C 
, ; TI 
Traffic Table and Stock Prices of Overseas and Foreign Railways Bi 
= a ee ee =" Pi 
Traffic for week 3 } Aggregate traffics to date Prices - 
2 T Shares | ai 
Miles Week vel otals rr] 2 mm, |8.4 On 
Railways open ended —— Inc. or dec. © Increase or PA 2+ $F sz at F] 
this year | compared 5 1944/5 1943/4 decrease Be | 8S | SF | 382 5 
y with!943/4 | > = So 
ig sinters cama a TI 
£ £ £ £ £ L. 
Antofagasta (Chili) & Bolivia 834 23.9.45 28,800 | + 9,620 38 1,135,020 1,081,910 + 53,110 Ord. Stk. 134 9} i Nil Nc 
Argentine North Eastern 753 22.9.45 19,325 | + 212, 12 229,119 211,156 + 17,962 ‘ 63 4; 8 Nil Of 
Bolivar 174 | Aug., 1945 5,035  — 819 | 34 39,437 42,517 | — 3,080 6p.c.Deb. 18% 7 8} Nil ‘ 
Brazil . - — — - Bonds 19% 15 23: ~=~ONil ot 
Buenos ‘Ayres & Pacific 2,771 22.9.45 120,875 + 875 12 1,476,250 1,414,437 + 61,813 Ord. Stk. 7H 33 53 Nil 
Buenos Ayres Great Southern 5,080 22.9.45 185,937 + 29,312 12 2,344,937 2,063,875 | + 281,062 Ord. Stk. | 14§ 92 IZ) Nil —_ 
Buenos Ayres Western 1,924 22.9.45 81,313 + 13,750 12 38,125 782,625 | + 55,500 *s 133 9 103 | Nil 
Central Argentine 3,700 22.9.45 188,209 | + 5,725 | 12 2,279,981 2,152,600 | + 127,381 on 104 $é 8 + 
Do. i - -- - -- Dfd. 43 4 il 
Cent. Uruguay of M. Video. 972 15.9.45 34,910 | + 5,423 Il 380,846 344,411 > + 36,435 | Ord. Stk. si 4 63 | Nil ( 
_ | Costa Rica : 262 July, 1945 1,093 + 2,771 4 — Stk. 17} 144 15 Nil 
£ | Dorada 70 | Aug., 1945 29,000 | — 875 | 34 243,335 207,565 + 35,770 | Mt.Deb.| 101 101 1014 £5 18/3 Brit 
= | Entre Rios... 808 22.9.45 23,406 | + 2,362 12 315,319 284,100 + 31,219 | Ord, Stk. 44 7 Nil will 
G | Great Western of Brazil 1,030 22.9.45 22,000 + 1,900 | 38 920,700 806,700 + 114,000 Ord. Sh. | 38/— | 23/3 | 25 Nil age 
International of Cl. Amer. ... 794 | Aug., 1945 $719,411 | + $190,507 | 34 $6,251,918 + $5,306,660 + $945,258 = — — - — 
% |) Interoceanic of Mexico of = - . ~— — —_ — Ist Pref. 13 $ 1 Nil tion 
$ | LaGuaira & Caracas... ‘ 223 | Auz., 1945 6,213 — 3,142 | 34 49,503 64,2 - 14,792 5p.c.Deb. 88 79 764 7/65d 
3 | Leopoldina . 1,918 22.9.45 62,865 4 4,826 38 1,951,209 1,762,710 | + 188,499 | Ord. Stk. 5% 44 4 Nil 
” | Mexican 483 21.9.45 ps 754,400 | +ps.241 nr 38 ps. 7,486,900 ps. 5,758,100 | + ps. 1,728,800 Ord. Stk. 3 t 13, Nil 
Midland Uruguay 319 | Aug., 1945 17,124 | + 9 36,854 35,063 | + 1,791 — — — — —_ 
Nitrate ‘ 382 | 15.9.45 9,904 + 3717 36 132,226 132,243 | — 17 Ord. Sh. 75/10 | 65/10 | 73/- £31! 
North Western of Uruguay 113 | Aug., 1945 4,975 2,430 8 11,067 13,050 | — 1,992 — — -- ~- - U 
Paraguay Centra! os -| 274 21.9.45 ¥54,371 | + $3,459 | 12 744,355 $680,370 + 63,985 | Pr. Li.Stk., 794 68 77; (£714)! 9 30 
Peruvian Corporation 1,059 | Aug., 1945 148,453 | + 21,368 | 8 283, 203 245, 725 | + 37,478 Pref. 9 10 9; | Nil 
Salvador a 100 | July, 1945 c95,000 + 7,000) 4 = a —|/—/};—j}- Ti 
San Paulo 1534 _ — — _ — - Ord. Stk. | 573, 46 56 £54/4 
Taltal ... . 156 | Aug,, 1945 2.415 | — 1,308 8 5, 535 4,200 | — 1,335 | Ord. Sh. | 21/3 | 13/9 | 16/6 | Nil 
United of Havana 1,301 22.9.45 41,646 | — 16,493 | 12 524, 298 591,782 | — 67,484 | Ord. Stk. 4 2+ 14, Nil 
Uruguay Northern ... 73 Aug., 1945 1,438 | + 35| 9 3,370 2,890 | + 480 — _- _- - —_ 
ad 
 f Canadian National --»| 23,569 | Aug., 1945 7,633,600 | — 26,400 34 58,376,400 58,072,000 + 304,400 — = _ — - E 
3 Canadian Pacific .| 17,028 21.9.45 1,234, 28,000 | 37 | 45,764,200 45,841,600  — 77,400 | Ord. Stk. | 173 | 134$; 203 2 it i: 
VeSE 
Barsi Lightt 202 = Aug., 1945 20,257 1,312 | 21 127,387 119,310 | + 8,077 | Ord. Stk. | 1294 | 974 | 1294 £3 9/6 num 
Beira ... 204 July, 1945 77,345 | — 12,669 | 44 770 ,752 814,071 | — 43,319 — — — —~ - 
w | Egyptian Delta . 607 20.8.45 13,914 2,739 | 20 26,944 259,759 | — 32,815 | Prf. Sg. 7 54 | 64 Nil 
2 | Manila hou _ — — |— — — — B. Deb. 634 | 58 | 69 Nil 
=< Midland ofW. ‘Australia 277 July, 1945 13,766 | — 5.412; 4 13,766 19,178 | — 5,412 | Inc. Deb. | 1014 | 99% | 954 £43)/- 
S | Nigeria es 1,900 26.5.45 277,630 + 23,531 8 1,823,785 1,739,068 | + 84,717 _ _ _ - 
Rhodesia “ «--| 2,445 July, 1945 535,741 | — 5,088 | 44 5,046,558 5,371,808 | — 325,250 — — — 7s * O 
South African 2 eve 1 301 1.9.45 1,058,809 + 153,636 | 22 21,667,353 18,987,108 | + 2,680,245 = = —j-— _ du 
Victoria ‘as a ...| 4,774 (April, 1945 1,285,324 ++ 96,325 | — — — -- — —- -- — - b 
ask 
_ y ‘es ie a ee ee ee they 
Note. Yields are based on the appreximate current price and are within a fraction of +. Argentine traffics are given in sterling calculated @ 16 pesos to the £ prin 


t Receipts are calculated @ Is. 6d. to the rupee. 
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